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THIS MERCHANDISE 


— * 


IS PACKED IN AN 


PILATES 
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« Your customers 
Know that products 
shipped in boxes 


bearing this mark 
are packed for « 


THE HINDE & DAUCH PAPER CO. 


303 Decatur St., Sandusky, Ohio 
Western Address: Kansas City Fibre Box Company, Packer’s Station, 
Kansas City, Kansas 
Canadian Address: Hinde & Dauch Paper Company of Canada, Ltd., 
King Street, Subway and Hanna Avenue, Toronto 
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S$HIPS AND MASTERS OF THE FLEET 
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The Californian and a 
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- suas H, / 
Captain William Lyons : 
B. J 
Commodore of the fleet—58 years in the an 
American Merchant Marine —43 years - 
in the service of American-Hawaiian— Cc 
Captain William Lyons—with the Nova 
Scotia fishing fleet at the age of 13—3 
years later a seaman in the North Atlantic 
trade—a sailor on the first 4-masted on 
schooner ever built in the United States— cu 
Captain atthe age of 28—competent,calm we 
and resourceful, the worthy master of the 
flagship of the American-Hawaiian fleet. 
AMERICAN -HAWAIIAN 
Superior Coast-to-Coast Service 
The operation of superior 
coast-to-coast service is more 
than a matter of desirable sched- 
ules,economical rates and the other 
tangible advantages. Uponthespiritand 
integrity of the masters of the fleet, upon 
their judgment and experience, rests the safe 
delivery of every vessel and every cargo entrusted 
to their care. 
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CARLOADING & DISTRIBUTING CO: 


DIVISION OF 


UNITED STATES FREIGHT 


COMPANY 


ay £9 ee , . 
‘ess Shan Carload Freight Service f 
— 





PROVEN! 


It is easy to use the words 


Fast - Dependable - Economical 


in describing a freight service. 
a2 


But “Universal” has proven 
that these terms properly 
apply to its service by almost 
twenty years of reliable, 
efficient operation. 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, New Yorxk City, N. Y. 





‘Reduced Freight Rates” 
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J 
PHILADELPHIA 
TIDEWATER (ii 
TERMINALS | 
G. M. RICHARDSON 


General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 


DISPATCH 


AT SMALL COST 
FOR SHIPPERS 6- DISTRIBUTORS 








= — 


~| These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
handling of bulk and packaged car- 





" ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and NORFOLK TIDEWATER TERMINALS 
eorge W. Green, Vice-President and General Manager . : 4 ine J. A. Moore, Manager 
17 State Street, New York City security with the lowest possible in Norfolk, Va. 


surance rates. Centralized adminis- 

tration, under a management special- 
| izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. — | 
There is direct rail transfer except | ; 
in New York, where the terminal is | 4 
located within the free lighterage 
limits. 












i eT eo a res — 
"Tt in bar nena ——— MERCHANTS WAREHOUSE COMPANY 
. J. Bishop, General Superintendent Malcolm A. Buckey, Assistant Treasurer 
Seneca and Hamburg Streets, Buffalo, N. Y. nemeen” A catia dekine Manager 10 Chestnut Street, Philadelphia, Pa. 
Chicago, Ill. 
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pote INIAND WAREHOUSES 


HARVEY C. MILLER President 

W.B.MOCKINNEY Secretary & Treasurer 
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HEDGER 
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SERVICE 
Pt New York 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


Substantial saving in freight rates via all-water 
route without any transshipment. ; 


Our service extends also to and from western lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load, 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 


gridGEPoRr 


ph 
- 





Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


MEMBERS: 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


| HEDGER TRANSPORTATION COMPANY, Inc. 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 
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Mipwest TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 


A’ Twelfth Boulevard and Washington Avenue—center 
of St. Louis’ development activity, where retail and 
wholesale shopping districts meet—is now being erected the 
remarkable Illinois Terminal Railroad System station and 
industrial loft building. 

Adjoining is the downtown hotel district. Close by is the 
civic center with its new Plaza, and the financial district. 
Within a few blocks are the new homes 


unloading of cars are being utilized. Storage and handling 
of freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors, 
All trucking costs on in-or-out-bound iess-than-car- 
load rail shipments are eliminated. Offices and stock 
rooms may be combined under one roof without sacrificing 
desirability of location for either. The mammoth loft and 
warehouse facilities available make this 
building an ideal headquarters for mer- 





of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new 
business buildings. Altogether here is 
one of the choicest business locations 
in the city. 

Thirty feet underground the quiet, elec- 
trified lines of the Illinois Terminal 
Railroad System carry fast freight and 
passenger , traffic over the McKinley 
Bridge to the East, with car-movements 
interchangeable with all other railroads. 
The latest ideas in rapid loading and 





type 


—A monumental steel structure of the ory 


—12 main stories covering a whole city block 

—75,000 square feet on each level 

—3 offset office stories above 

—Surmounted by a massive tower 

—All built over an underground passenger and 
freight station (electrified) with a capacity in 
excess of 100 cars 

—Located in the heart of business St. Louis 

—Ready for occupancy, April, 1932 


chandise distribution throughout the 
whole midwest territory. 

Besides the increased facilities and 
expedited service to be rendered, 
this new development opens an in- 
dustrial territory not heretofore 
served by rail transportation. It 
adds another link to the great chain 
of St. Louis’ merchandise distribu- 
tion advantages. Write for detailed 
information. 

















MIDWEST INDUSTRIAL TERMINAL CO. 


1221 Locust St. 


Hy 
™ 


~~ 


ST. LOUIS 


Phone Central 5300 








sai en tia at 
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» » between Saint Paul, Minneapolis, 
Duluth, Winnipeg, Spokane, Portland, 
Klamath Falls, Seattle, Tacoma and in- 
A. J. Dickinson 
Passenger Traffic Manager 


termediate points. Through merchandise 7 ”"s*pa:ir Minn 


P. H. Burnham 
Western Traffic Manager 


cars to and from Pacific Northwest Seattle, Wash. 


H. H. Brown 
General Traffic Manager 


and intermediate points. St. Peul, Minn. 


C. W. Meldrum 
Asst. General Passenger 


a gent 
Spend your vacation at wee a 
Eastern Traffic Manager 


Glacier National Park on New York City Mt ¥. 
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Serving the 
Niagara Area 


Motor trucks play an important part in 
the construction, maintenance, and safety 
programs of the International Railway 
Company which provides 415 miles of 
electric railway service in the Niagara 
Falls region. The International Speed 
Trucks in this fleet are especially 
equipped for the jobs to which they 


are assigned. 


Internationals operated by the power 
and line department have winches, towers 
operated by the power take-off, and 
bodies designed for the efficient storage 
and transportation of tools and equip- 
ment. With a derrick attachment, they 
are able to set steel poles; in the winter, 
snow plows are attached. Trucks used 
for emergency work have a chain fall 
and towing device, and an acetylene 
torch outfit that can be used without 


removal from the truck. 


The stores and supplies division uses 
trucks equipped with stake bodies of 
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This International Speed Truck, with a specially con- 
structed stake body, is operated by the stores and supplies 
division of the International Railway Company. 


heavy construction for handling rails, 
materials, and supplies. 


This installation of International 
Trucks shows how well they can be 
adapted to the rigid requirements of 
public utilities. The nearest of 183 
Company-owned branches in the United 
States and Canada will be glad to. tell 
you about Internationals and equipment 
for them, and will also demonstrate. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. OF AMERICA 


{inasenaeanal Chicago, Illinois 


McCormick-Deering Industrial Tractors—in China 





tically without limit. 


INTERNATIONAL TRUCKS 
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Seventeen McCormick- 
Deering Industrial Trac- 
tors, at the left, are in 
service on the South Man- 
churian Railroad Termi- 
nal Docks at Dairen, 
Manchuria, China. Wher- 
ever there is need for 
reliable mobile power, 
McCormick-Deering In- 
dustrial Tractors can fill 
it. Their utility is prac- 
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Establish Your 
Own Factory 


In England 


Easy to do... 
Eeonomiecal 
to Operate 


Stop paying heavy customs duties ... un- 
necessary overseas transportation charges. 
American goods can be manufactured in 
England .. . factory sites are easily obtainable 
. .. operation is exceptionally economical be- 
cause of the lower cost of British labor. 


Let L. M. S.—Britain’s largest railway 
system—show you how and why “British 
Made” American products reduce overhead 
and give you greater profits. 


L. M. S. offers a most unique and entirely free 
service to American business men who con- 
template manufacturing in England. Photo- 
graphs... plans... information as to power 
and water supply. Municipal rates ... type 
of labor available. Also a complete listing 
of factories for sale or rent. 


Remember, American goods manufactured in 
Great Britain become British goods. Products 
bearing the stamp “‘Made in England”’ reduce 
selling resistance not only in England but 
throughout the British Empire. 





London, Midland & Seottish 
Railway of 6 .B. 


LONDON, MIDLAND & SCOTTISH CORPORATION 
GREAT BRITAIN Thomas A. Moffet, Vice President-Freight Traffic 


1 Broadway, New York City 
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WHERE SERVICE IS KING 


Whether you ship a small package of freight, 
a carload or a trainload: Whether you 
travel on our modern, well-appointed 

passenger trains or partake of the ex- 
cellent food served, you will receive 
the same high class service and 
courteous treatment that makes 
the: Nicxes late Road so popular 
with the shipping and travel- 
ing public. 


EAST— WEST— 
NORTH — SOUTH 


SHIP AND TRAVEL 


Nicke. Pate Roan 
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EADERSHIP is the natural result of doing something 
better. ‘Better’ in relation to transportation means 
swifter, cheaper, more efficient and more careful service. 
M. A. T. has attained its leadership by intelligent co-or- 
dination of five fast boats and trained personnel. One of 
the modern vessels of the M. A. T. Poker Fleet leaves 
Duluth and Buffalo every 48 hours. Stopping only at 
Detroit, it arrives at destination in four days—always on 
schedule. 


All railroads connect directly with M. A. T. one dock 
operation at Buffalo and Duluth. This eliminates extra 
transfers, avoids delay, minimizes handling, and conse- 
quently eliminates damage to shipments. On docks and 
on board all cargoes are fully covered by maximum insur- 
ance. The saving effected by shipping the M. A. T. way 
furnishes a margin that often opens new and lucrative mar- 
kets or makes selling more profitable in established 
markets. 



























Specify M. A. T. routing with the assurance that your 
shipments will arrive promptly, safely, and in perfect 
condition. 


MINNESOTA-ATLANTIC TRANSIT CO. 


DETROIT TRUST COMPANY RECEIVER 


NEW YORK, N. Y. BUFFALO, N. Y. DULUTH, MINN. ST. PAUL, MINN. 
MINNEAPOLIS, MINN. DETROIT, MICH. PHILADELPHIA, PA. CLEVELAND, OHIO 
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ousands of Fertile Acres 


Sorghum Corn 
for Silage 
Imperial Valley, Calif. 


Southern Pacific 
Is One of 
the World’s Great 
Transportation 
Systems 


°, 
ad 


Operating both rail 
and ocean lines, it is 
the only complete 
transportation sys- 
tem crossing the con- 

tinent. It offers 

four great routes 





—and Innumerable Industrial Sites 


HOUSANDS of acres as fertile 
as those depicted here and in- 
numerable sites for industrial 
locations are available in the 
territory served by the Southern 
Pacific Lines in Louisiana, Texas, 
New Mexico, Arizona, the West 
Coast of Mexico, California, Ore- 
gon, Nevada, and Utah. 


T 


In the Southern Pacific terri- 
tory you havea choice of climate, 
population, production and in- 
dustrial opportunity unrivaled 
anywhere. 

Our representative will be glad 
to call at your home, or office to 
discuss the advantages of this 
territory with you. 


for transcontinen- 
tal passenger and 
freight service 
with an intimate 
network of feeder 
and scenic lines 
over the Far West 
and Southwest, 
and into western 
Mexico. The sys- 
tem operates 
16,520 miles of 
rail lines and 
3,825 miles of 
water lines, em- 
ploying more than 
100,000 trained em- 
ployes. 





Southern Pacific 


Birmingham 
Boston 


Chicago—Freight Dept.. Southern Pacific Bldg. 
Chicago—Passenger De 


Cleveland 


Healey Bldg. 

209 Morris Bldg. 

502 Protective Life Bldg. 
Old South Bldg. 
Ellicott Square Bldg. 
Dixie Terminal 

Minnea 
pt 33 W. Jackson Mexico 
Hippodrome Bldg. 
Boston Bldg. 


Indianapolis 
Kansas City 
Louisville 
Memphis 


Monterrey 
New York City—Frt.-Pass 


Majestic Bldg. 

Pi Y Margall (antes Obispo) 46 
Merchants Bank Bldg. 
Railway Exchange Bldg. 
Fourth & Walnut Sts. 
Exchange Bldg. 

Metropolitan Life Bldg. 

Ave. Cinco de Mayo, No.7 
Edificio Langstroth 
165 Broadway 


Uptown Pass. Ticket Of. .531 Fifth Ave. at 44th St. 
Oklahoma City Perrine Bldg. 
Philadelphia Bldg. 
Pittsburgh 
Salt Lake City 

1405 Fourth Ave. 

Carleton Bldg. 

Vancouver, B. C St. 
Washington, D. C 
Winston-Salem, N. C 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





NATURE, MAN AND WATERWAYS 


UCH argument in support of inland waterway 
transportation has been made on the ground that 
nature has provided the waterways and that man should 
use them and thus obtain cheap transportation. The 
argument is sound where nature has provided a navig- 
able channel and where improvement and maintenance 
costs are not substantial—that is, where nature has done 
a fairly complete job, transportation by water is cheap 
as compared with transportation by other agencies that 
have to meet the costs entailed in providing roadbeds for 
their operations. It is not sound where man and not 
nature provides the navigable channel—if the costs of 
providing that channel are ignored. 
A case in point is the Missouri River. The Secretary 
of War has announced the allotment of $900,000 for 
the construction of two self-propelled pipeline dredges 





the Missouri from 


where the 


for use on River Kansas City to 
the mouth, federal waterway improvement 
project calls for a permanent navigable channel with a 
minimum low water depth of six feet 
width of two hundred feet, ete. 

“It is now necessary to make provision for the 
maintenance of the channel at the various bars, by 
dredging of shoals arising from the abnormal silt bearing 
characteristics of the Missouri River,” said the War 
Department in announcing the allotment of the money 
for the purchase of the dredges. 


and a minimum 


Here nature has endowed a river with “abnormal 
silt bearing characteristics” and an outlay of $900,000 is 
required in an initial investment to offset that mistake 
—that is, if nature intended that the Missouri should 
be a navigable waterway. When the government barges 
operate on the Missouri River, will this $900,000 be 
ignored to the end that it may be asserted that this 
particular waterway transportation is cheap? Of course, 
the $900,000 for the dredges is but a small part of what 
it will cost to make and keep the Missouri navigable. It 
is merely mentioned because the expenditure is to be - 
made to correct that silt-bearing habit of the Missouri 
and is an expenditure that is exactly on a par with the 
expenditures of a railroad to put its roadbed in fit condi- 
tion for operation. In determining how cheap water 
transportation is on fhe Missouri it should, of course, 
have just as much consideration as a railroad expenditure 
for maintenance of roadbed in determining the cost of 
rail transportation. 


INTERCOASTAL REGULATION 


F it has had no other result, the conference last week 
between the U. 8S. Shipping Board and intercoastal 
steamship operators served to draw public attention to 
the troubles of the operators with respect to the difficulty 
of maintaining stability in rates and to arouse discussion 
of the situation. In a way, the troubles of the steamship 
men are their own and do not concern the public; in 
another sense, however, the public is interested, for the 
steamships are common carriers of freight, in competition 
with the railroads, and a part of the country’s transpor- 
tation system, and anything that affects their service 

or their rates closely affects commercial conditions. 
As Chairman O’Connor, of the Shipping Board, 
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RAILROADS OF TOMORROW 


RAILROAD is not all steel and steam. Its beginning, as well as much 
of its future success, is laid out thru the instruments of the surveyor. 


Early in the last century, the pioneers who foresaw the future of trans- 
portation by rail, built the Wabash with the idea of making it the quickest 
and most direct route of trade in the region served by its facilities. It 
was after the selection of this line of travel that the Central West 
entered upon the most impressive period of its development. 

an 


Progressing always with advanced engineering knowledge, 
yet maintaining that strategic position which has increased 


in importance thru the years, the Wabash Railway reflects 
the wisdom and careful planning of its founders. 
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pointed out, the ideas of steamship operators differed as 
to what could be or should be done. “Some of you, if 
my information is correct,” said he, “are convinced that 
it is virtually impossible, because of the many conflicting 
interests involved, to reestablish your conference on a 
practical and permanent basis. Some of you, I am told, 
would prefer a period of active warfare, to last until the 
weaker lines are driven out of the trade. Others among 
you want more drastic regulation, either by the Shipping 
Board or by the Interstate Commerce Commission. On 
the other hand, some of you believe it entirely feasible, 
under conditions as they now exist, to reestablish and 
maintain an effective conference.” 


There naturally would be disagreement as to possi- 
bilities and proper methods of arriving at the desired 
end, and there was. We would not say that there is no 
possibility of the operators solving their own difficulties 
as to stabilization of rates—though it appears to us, as 
it seemed to appear to Chairman O’Connor, that this 
can be achieved only by bonding the members of the 
conference, and also that a conference, even if binding 
on the members, is not of much use unless all the opera- 
tors are in it—but it would seem that we are fast 
approaching the time when government must step in and 
regulate more strictly these intercoastal vessels and that 
there are certain phases of such regulation that will not 
prove entirely unsatisfactory to the operators. If it is 
difficult to maintain a conference agreement, it is still 
more difficult to include in such an agreement all opera- 
tors. But government can do both those things. It has 
done it with the railroads and, whatever dissatisfaction 
there may be among the railroads with some phases of 
regulation, we do not believe they would care to go back 
to the old days of unrestricted competition, with its 
rebating and other evils. 

Moreover, we have difficulty in understanding, 
especially in these days when everybody who discusses 
transportation and its national problems talks about 
“coordination” of all forms of transportation, how 
anyone, viewing the matter theoretically, can fail to 
favor regulation of the intercoastal steaniships, just as 
their competitors, the railroads, are regulated, and by 
the same body. 

We have, as two agencies in our transportation sys- 
tem, the transcontinental railroads and the intercoastal 
steamships. Both carry freight and between the same 
points. One is strictly regulated as to what it may 
do and how much it may charge, and the other is not. 
Is there any justice or even sense in that? There is, 
under a perfectly fair and sound scheme of transpor- 
tation, with regulation properly equalized, certain freight 
that belongs to the railroads and certain freight that 
belongs to the steamships. The effort should be to 
determine that division—to put competition on a fair 
and scientific basis, rather than to permit it unrestrained 
on the part of one of the agencies while the other is 
rigidly supervised. We see no reason in a system of 
regulation that contemplates only one kind of transpor- 
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tation—and there is still less reason in talking about 
“coordination” of the various kinds of transportation 
until regulation is general and equalized. When we say 
equalized, we do not necessarily mean that everything 
that is now done to the railroads must also be done to 
the steamships; it might be well to take something off 
of the railroads; equalization means equalization. 

We say regulation of all agencies of transportation 
should be by the same body—not regulation of the rail- 
roads by the Interstate Commerce Commission and regu- 
lation of the steamships by the Shipping Board—because 
anything else would be a bad business arrangement. 
Regulation, under a system including all kinds of trans- 
portation, would have to be administered by a body 
contemplating the entire situation and acquainted with 
the entire picture. Otherwise we would be likely to have, 
instead of sensible regulation, a sort of contest between 
two regulating bodies. Difference of opinion would be 
bound to arise and complications would be endless. 

At any rate, we think we see the time close ahead 
when there will be something approaching what we have 
had in mind for many years—regulation of intercoastal 
steamship traffic in accord with regulation of their rail- 
road competitors; and we believe this will come about 
without a great deal of opposition from steamship 
operators. It takes time for such things, but time gen- 
erally brings something like a realization of what is 
justice and fairness. 


SPEED UP THE RATE CASE 

T seems to us that what the Commission has done thus 

far in the fifteen per cent case, created by the petition 
of the railroads, indicates that it is laying the founda- 
tion for an extended advanced rate case. It further 
seems that the outstanding facts idicate that that is 
exactly what should not be done. The facts, we believe, 
suggest the need of expedition, for the good of the rali- 
roads and of the shippers. 

Standing out like mountain peaks in a broad plain 
are these questions: Do the railroads need the money 
dnd is the way suggested by the railroads the proper 
way to get it? 

If the railroads need the money and an advance in 
rates is the method whereby the larger revenue is to 
be obtained, consideration for the welfare of the rail- 
roads and the public that supports them urges that the 
advance be granted without the use of much time in the 
making of a record. The railroads assert that they need 
the larger revenue, not on account of what is about to 
take place, but on account of what has taken place. 

The Commission has a large control over the size 
of the record it will use as a foundation for a decision 
by it. Any one who has gone through a general advanced 
rate case knows the weariness of the flesh and the dulling 
of the spirit that come from the iteration and reiteration 
of facts and theories in such a case. Neither the rail- 
roads nor the shippers come before the Commission as 
a matter of right for the settlement of a private dispute. 
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The Commission is an administrative body, not a court. 
Parties resort to a court as a matter of right for the 
settlement of private disputes. Proceedings before the 
Commission cover matters of public interest. The Com- 
mission, to obtain information enabling it to make deci- 
sions in matters presenting issues in which the public has 
an interest, listens to witnesses offered by parts of the 
public having an acute private interest, as typical. 

In view of the facts that differentiate proceedings 
before the Commission from those before the courts, the 
Commission, it is believed, is warranted in a proceeding 
of this sort to say te all who wish to be heard that what 
is presented shall be said quickly and succinctly, and 
that all prolixity shall be taboo. 

The Commission, within the twelvemonth, has made 
decisions under the Hoch-Smith resolution, prescribing 
maximum reasonable rates on a long list of commodities. 
relatively fresh showing the conditions 
and of the affected industries. In the 


The records are 
of the railroads 


interest of expedition the Commission might say to each 


side in each of those cases that it would not listen to 
testimony except as to conditions of moment that has 
arisen since the records had been closed in them, adding 
that it would it that waste of time would be 


prevented. 


see to 


Not one of the things we have suggested goes to 
the merits of the question of whether the railroads are 
or are not entitled to more revenue. They go to the 
point that the public interest requires expedition in the 
making of an answer to the two questions that have the 
aspect of mountain peaks. They go to the point that 
the Commission, not being a court, is not bound to listen 
to the testimony of all persons who deem themselves 
parties in interest beyond the point where it is satisfied 
that it has made a record broad enough to serve as a 
foundation, for a decision by it. The law requires, when 
the Commission makes a decision, that it have substan- 
tial evidence as a foundation for its conclusion, whether 
that decision be wise or foolish. 

The record on commodities that should be exempted, 
from a general increase in rates need not be long. The 
recent Hoch-Smith cases have testimony advocating ex- 
It could be supplemented. The railroad sug- 
gestion about the preservation of differentials, without 
doubt, can be held to a short record. 


clusions. 


In the end, the Commission must, answer the ques- 
tions before submitted. If its answer should be “yes” 
to both, then the increase should be applied quickly and 
everybody should stand his share of it for the sake of 
the public welfare. We can see only trouble and need- 
less expense for shippers and carriers in a proceeding 
lasting for months such as seems to be indicated by 
what has been done by the Commission and the inference 
created by it—namely, the inauguration of a long drawn 
out advanced rate proceeding. 

Persons who have written or telegraphed to the 
Commission for or against an advance in rates have not 
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contributed anything to the formal part of the record, 
The letters and telegrams are not evidence. The Com- 
mission puts them into a file showing the correspondence 
about the case. The communications may have an effect 
on commissioners, but their effort is to make decisions 
based wholly on sworn testimony. Many of those writing 
to the Commission say their businesses have been hard 
hit by the depression and that they cannot stand an 
increase in rates. Such representations are to be ex- 
pected, particularly at such a time as this. The number 
of protests, while relatively few, considering the size of 
the country, substantially exceeds the number of letters 
in favor of an increase. Some shippers have written the 
Commission that they are willing to bear their share of 
aun increase if that is necessary to improve condi- 
tions. That is the position taken by several chambers of 
commerce, 





SHIPPERS AND RAILROADS CONFER 

The possibility that ra.lroads and shippers may be able tou 
agree on a general transportation policy, covering regulation 
ot all forms of transport and such other matters as were 
touched on in the declaration of policy issued by the rail car- 
riers last fall, was presented as the result of “over the table” 
friendly discussion of the problems involved by a sub-committee 
of the executive committee of the National Industrial Traflic 
League and the advisory committee of the Railway Executives’ 
Association, at Chicago, June 25. 

The greater part of the afternoon was spent in an effort 
to arrive at common ground, where that was possible, with 
reference to contemporary transportation policies, and to de- 
velop clearly what differences of views are actually irreconcil- 
able as between the shippers and carriers. Both parties to the 
conference appointed committees to continue the conferences, 
in the hope that, as expressed by one of those attending the 
meeting, “when the smoke clears away we can agree on a 
program.” 

The conference was closed to all except the authorized rep- 
resentatives of the two organizations. 

It was emphasized that both sides felt strongly the need 
of facts, and that a strenuous hunt for them should be instituted 
by carriers and shippers. The services of the various railroad 
statistical and investigating agencies were offered to the ship- 
pers to further impartial development of needed information. 

The formal reply of the League to the “declaration of policy” 
issued by the Railway Executives’ Association, which has been 
expected for some time, in view of the fact that a committee 
was appointed several months ago to draw up such a reply, will 
not be forthcoming, at least for the present, it was stated. 

The opinion appears now to have developed that the “dec- 
laration” of the railway executives does not, even for them, 
represent a fixed program or crystallized opinion, but that its 
primary purpose was the stimulation of public thought. 

The sub-committee of the League participating in the con- 
ference is composed of six members and the League officers, 
from which the following committee was appointed to continue 
the interchange between the organization and the railroads: 
I. F. Lyons, traffic director, California Packing Corporation; 
W. J. Mathey, manager of the traffic department, American 
Newspaper Publishers’ Association; J. P. Haynes, executive 
vice-president, Chicago Association of Commerce, and R. C. 
Fullbright, vice-president, Houston Compress Company. 

W. R. Cole, president of the L. & N.; J. J. Pelley, president 
of the New Haven, and L. A. Downs, president of the Illinois 
Central, compose the carrier committee appointed to continue 
the negotiations. 

The conference with League representatives was one of 
several the carrier representatives have held with various groups 
having an interest in matters covered by the declaration of 
policy. On June 19 a conference was held in New York with 
representatives of the National Automobile Chamber of Com- 
merce to discuss regulation of motor transportation and other 
matters affecting the joint interests of the railroads and bus 
and truck interests. Arrangements were made for further joint 
conference at that time. 
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Current Topics in 
Washington 





Now who would think of staid 
Philadelphians having a pining for 
poetry as help in a law brief? Per- 
haps some can remember that, some 
years ago, Henry Wolf Bikle resorted to a Latin couplet about 
a lady and a tiger and the peculiar place the lady chose for 
her riding. Those who can recall that may find an explanation 
for Allen S. Olmstead, 2d, deciding that he needed the help of 
Mother Goose in arguing about transit at Frederick, Md., the 
home town of Barbara Frietchie. 

True it is that Mr. Olmstead seems to think it barbarous 
to say that flour that has been heat treated and the product 
then ground up again is still the flour that came into the transit 
point. Therefore, there may be something of a sting in what 
he has done in the brief, for the complainant in No. 23848, 
Quaker City Quality Cracker Co. vs. B. & O. and Reading, 
namely— 


Philadelphians Run to 
Poetry for Help 


Patty cake, patty cake, transit man, 

Transit a cake as fast as you can, 

Prick it afid pat it and mark P. T. T. 

And bake in the oven for Campbell and me. 


The complainant thinks it a misuse of language to call it 
“treating” flour when the flour is mixed with water and then 
subjected to several undreds of degrees of heat. Its idea is 
that the heating is a baking of the mixture; also that what 
is shipped out of the transit point is a cracker meal and not 
flour, nor even pre-temperature treated flour, whence come the 
initials, P.. ‘kT. T. 

Whatever it is, it is used in making soup. The complain- 
ant does not like the idea of having flour stopped at Frederick 
for treating and then the treated stuff sent on to a soup-maker 
at Camden, N. J., at the balance of the rate on flour, instead 
of the treated material paying the flour rate to Frederick and 
the bakery goods rate beyond. 

There is a bit of comfort in the case for father, who is 
chided when, quite accidentally, he allows the cracker that acci- 
dentally has been crumbled in his hand to fall into his con- 
somme. The comfort lies in the fact that the soup-maker at 
Camden uses the P. T. T. about which Olmstead uses harsh 
words to thicken some soups—tomato, for instance. That is 
illustrious precedent for father, even if mother is of another 
mind. 


—+ 


Having received the petition of the 
carriers for a 15 per cent advance in 
freight rates, with exceptions, on June 
17, the Commission considered the mat- 
ter the next day. It then came to no 
conclusion thereon. About fifty hours 
after the receipt of the petition the Commission issued some 
orders. No big case, seemingly, ever got such a flying start. 

Whether the orders are friendly to the cause of the rail- 
roads or otherwise depends on the foundation from which the 
one making an appraisal is working. If he thinks the railroads 
are entitled to a decision on the theory that the only issue is 
whether the railroads need more mony, he will probably infer 
that the orders are not friendly. If he thinks the. railroads, 
in preparing the petition, ignored the first words of section 15a, 
he may reach the conclusion that they are friendly. Such a 
conclusion, it is suggested, is warranted by the fact that, if 
the railroads heed the orders, they will put their case into 
What, seemingly, the Commission believes to be proper form. 
It is suggested that, if the Commission were really unfriendly, 
it could set the case down-for hearing on the petition as pre- 
sented and then, on, perhaps, what might be called a bob-tailed 
record, hold that the carriers had not properly invoked its 
jurisdiction under section 15a. That might be done, it is sug- 
gested, because they had not shown how, in accordance with 
the first words of that section, the proposed blanket increase 
could be allowed “in the exercise of its power to prescribe just 
and reasonable rates.” 

There is really no limit to the speculation that might be 
based on the orders. It seems certain, however, that they put 
before the railroads what, in the Commission’s judgment, they 
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must do before the case can really be started. The fact that 
they were issued promptly has suggested to some that the Com- 
mission subscribes to the proposition that what should be done, 
in the light of facts the traffic departments of the railroads 
know, should be done quickly. 

The orders require all the railroads desiring the benefit 
of the petition to signify their desire in their own names. They 
require the railroads to specify the commodities that would be 
covered by the words in the petition, “all freight rates and 
charges with such adjustments in the case of coal, coke 
and certain other commodities as will preserve existing differ- 
entials.” 

One of the points made by those who think that language 
is ambiguous is that there is no accepted definition of the word 
“differential.” It is pointed out that it is used by some to mean 
any difference in rates and by others to mean the amount one 
rate is less than another, regardless of the quantum—as, for 
instance, Philadelphia two cents under New York. Therefore, 
it is argued, that the petition is confusingly indefinite on that 
score; hence, probably, the order asking the railroads to name 
the commodities, other than coal and coke, intended to be in- 
cluded within the exception. There are certain long established 
relationships that are recognized by practically everyone as 
being founded on good reason. There are other rate situations, 
frequently referred to as relationships, that are not accepted 
as on a so-called differential basis by respectable numbers of 
interested shippers and their representatives. Manhattan may 
claim that its rates should be no higher, from the west, than 
northern New Jersey. Northern New Jersey, it might be in- 
ferred from pending litigation and some that was pending years 
ago, does not agree with Manhattan on that point. 

Specification of the differential relationships the railroads 
propose to continue and on what commodities, the orders seem 
to imply, would help the Commission get along with the case. 
In that sense, therefore, the orders might be called aids for the 
petitioning carriers. The orders may bring up differences of 
opinion among the railroads, but, it is suggested, they would 
appear in the hearing of the matter anyhow, so that, perhaps, 
bringing them forward in a hurry may expedite the matter. 





Federal Trade Commissioner Hum- 
phrey has been constrained, by reports 
that the trade practice conference was 
to be abandoned, to say that reports pur- 
porting to give “confidential,” “advance,” 
or “special” information tq that effect 
“emanate from ‘reliable sources of misinformation.’ ” 

The policy of ostrich-like secrecy followed by that body, it 
is felt by many, linked with some appearances of backing and 
filling, especially with regard to a codg. adopted by the petro- 
leum industry, have given the purveyors of “confidential,” 
“advance,” and “special” information their opportunity to cir- 
culate “reliable” reports of abandonment. With respect to the 
oil code, the trade body once revised it from about forty 
canons to three. Then it revised the revision by restoring all 
the rules prefaced by a preamble to the effect that the rules 
would not be used to restrain competition. But the trade body 
has not yet released that fact to the general public. It has 
distributed to the petroleum industry the rules as restored, 
thereby hiding it, nominally, from the press. The latter has 
obtained the revised rules from the industry, not the body that 
made the revision. 


Trade Practice 
Conference Not 
to Be Abandoned 





Because President Hoover has 
made a suggestion that governments 
take a year’s holiday in the matter 
of paying their debts to each other, 
some writers, whose history back- 
ground extends as far back as week 
before last, have made observations about Washington becoming 
the diplomatic center of the earth. They speak of that as if 
it were a novelty. 

Yet, at the time when the nauseuos words were being 
written, Dr. C. C. Wu was retiring as Chinese minister because 
he and the nationalist government were not seeing eye to eye. 
Just thirty-one years ago Dr. Wu’s father, Wu Ting Fang, then 
the Chinest minister, was striving mightily and successfully 
in aid of John Hay, then secretary of state, in putting through 
a bit of international policy that saved China and probably 
prevented the military explosion that came fourteen years later 
when Germany followed the insane move of Austria in dealing 
with Servia. 

Hay took the center of the world stage when the Chinese 
boxers went crazy and carried the empress with them. Hay, 
Wu, and Yuan Shai Kai kept the powers from trying to divide 
China among themselves, which probably would have caused 
a general war. Hay announced that the United States stood 
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for the administrative entity and territorial integrity of China. 
To enable him to enforce that, Hay had to prove to the repre- 
sentatives of the powers in Washington that, while the diplo- 
mats in Peking had been besieged, they had not been murdered, 
except Baron von Kettler, and that there was no necessity for 
any more drastic action than sending them military relief. 

Wu and Yuan cooperated with Hay. Yuan got through to 
Wu authentic news from Peking, including a message from 
Conger, the American minister, assuring the world that, while 
the boxers had them cooped up, they were alive and well. That 
word cut the ground from under the Kaiser, who was all for 
taking charge of China. He even went to the extent of naming 
a field marshal for service in China. The field marshal was left 
in China to command the small German contingent of troops 
that was part of the expedition that relieved Peking. 

Ernest Lee Jahncke, assistant 
secretary of the navy, knows about 
the sailors and the perils of naviga- 
tion on Lake Maurepas and through 
the Rigolet. They are in Louisiana, 
where he is at least a commodore. 
Mayhap, in his very young salad days, he also knew of the 
perils of navigation around Antoine’s, Voegtle’s, or even Tom 
Anderson’s. However, it may be that he has some doubts by 
this time whether he knows about sailors in other parts of these 
United States. 

When Representative Sol Bloom, of New York, suggested 
that the old Constitution frigate be brought from Boston navy 
yard to Washington next year under her own power sail, 
Jahncke snorted. They’d have to go to Norway or Sweden, 
he suggested, for “the people” to bring her here. Bloom’s sug- 
gestion started the style artists to delving into records to find 
out what officers and “the people” of a frigate wore in 1812. 
They found that the officers wore immense cocked hats and 
“the people” went without shoes, but wore their hair in pig tails. 
The latter assertion, however, has been hotly denied by those 
who believe that pig tails went out of style when the French 
Revolution came in. The sailors of a crew were then called 
“the people” by their officers. 

But those are not the things that have created the doubt in 
Jahncke’s mind. The postal revenues are being vastly increased 
by the letters to him from middle-aged officers in the navy, 
who were trained “in sail’ in their youth, offering to get to- 
gether a sail crew for the old Constitution in much less time 
than it took Jack Spratt and his wife to lick the platter clean. 
There may-not be many true web-feet on the Harvey canal 
or the Cote d’Allemand in Louisiana, but there seem to be many 
in other parts of the land that had the fastest sailing ships 
and could have the fastest steam ships—if there were any real 
need for them under the American flag.—A. E. H. 


RAIL TRADITIONS 


(By Thomas F. Woodlock, in the Wall Street Journal) 

In Great Britain, it assuredly can be said that she never 
is afraid to try experiments in an economic way. The report 
of the Royal Transport Commission was very suggestive in this 
respect, particularly in the radical nature of its various sug- 
gestions of ways in which the transport problem as a whole 
might be settled for England. Nevertheless, its latest experi- 
ment in transportation is one which to the American observer 
of railroad affairs seems little short of revolutionary. 

Permission has been granted by the Railway Rates Tribunals 
to the North Eastern Railway Company to make flat rates per 
car irrespective of the nature of the commodities contained. 
Three rates are provided, according to load, one for two tons, 
one for four tons, and one for six tons, and each rate is further 
subject to variation according as it is for door-to-door or station- 
to-station delivery. The effect is to abolish all classification 
for freight thus transported. Two tons are to be two tons, 
whether they be silk, shoddy, shoes or slag. At one stroke, 
“worth of service” and “what the traffic will bear” is eliminated 
from the rate equation, and the cost of service is left as the sole 
factor in the field. 

Years ago an enthusiast named Cowles used to frequent 
the correspondence columns of the press with letters advocat- 
ing the “postal” principle of rate-making for the transportation 
of freight. If (a rapidly failing) memory is for a moment 
trustworthy, his proposal contemplated 50 cents per ton from 
anywhere to anywhere in the United States. He had some fol- 
lowers and may even have had a “league.” (In those days, 
there were none of the present forms of new competition for 
the rails.) His proposal naturally met more indifference than, 
even, amusement, but if hardly was more revolutionary than 
that upon which the British Railway Ratés Tribunal has stamped 
its approval. The only difference between the two is that the 
latter ignores classification and recognizes distance, whereas 
the former ignores both. There is, however, much significance 
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in the English experiment which our railroad managers and 
regulators should not overlook. 

The significance lies in the evidence that it gives of some. 
thing approaching to flux in what have been supposed to be 
things settled for all time so far as railroad transportation js 
concerned, or, for that matter, almost all transportation. The 
reason for this flux is the stern necessity of facts. The English 
railroads are feeling the pressure in full measure. So, too, are 
ours. The English definitely have jettisoned one idea which 
we hold sacred, i. e., the matter of competition between systems. 
The Transport Commission has told the four systems to pool 
all competitive traffic and each to stick to its own bailiwick. 
Congress has told the Interstate Commerce Commission that 
in approving consolidations, competition must be preserved as 
fully as possible. 

Under the English law, carriers may make “wholesale” 
rates as low as 60 per cent of normal rates. In this country, the 
Commission thus far has refused to recognize “wholesaling” 
beyond the carload unit. Trainload rates are barred. The new 
“container” units, moreover, are regarded somewhat askance 
because of their potential threat to classification, and stringent 
rules are applied to prevent that threat from becoming actual. 
How long will it be before some of these traditions begin to 
crumble? 

It is impossible to avoid the conclusion that railroad trans. 
portation in the United States needs to be considered de novo 
with a question mark against almost everything that we have 
heretofore held as settled—and with competition as the first 
tradition to be required to show cause for its continuance. It 
is all very well to demand an expensive service (competition 
is tremendously expensive both directly and indirectly), but it 
is another thing to pay for it. We have, metaphorically speak- 
ing, a Rolls-Royce car in our garage, but apparently we think 
that our bills should be on a Chevrolet or a Ford scale. If we 
are unable or unwilling to keep up a Rolls-Royce, we must 
change Cars. 

That means consolidation, according to the British Trans. 
port Commission’s idea, with pooling between competitive points 
and elimination of waste in car-mileage by transit over circuitous 
routes. It means wholesale stripping of deadwood mileage and 
stations, and wholesale curtailment of unnecessary service, both 
passenger and freight. It means curtailment of shippers’ right 
to route traffic as they please. (This right has been abused to 
an enormous extent; the law never was intended to give him 
more than a choice between available through routes over which 
joint rates were established.) It means, in short, a transportation 
machine in the operation of which economy is the first con- 
sideration. 

We may have to come to that unless this country develops 
some new large industries, for we cannot rely upon the older 
industries expanding in the future at anything like the rate 
shown in the past. We should have found this out ten years 
ago had the motor industry not developed in time to give traffic 
We need another such industry to show itself 
soon if we are to avoid “changing cars.” 


EX-RIVER COAL RATE FIGHT 


The Commission, in I. and S. No. 3619, has suspended, for 
seven months from June 22, the rates on ex-river coal from 
points on the Ohio River to Canton, Massillon, Cleveland, Lorain 
and South Lorain, O., against which central territory lines made 
a protest. (See Traffic World, June 20.) The rates are car- 
ried in Wheeling & Lake Erie and Lorain & West Virginia I. 
C. C. No. 1669. In announcing the suspension the Commission 
said: 


The suspended schedules propose to establish reduced rates on 
bituminous coal, carloads, received from boat or barge lines on the 
Ohio River and forwarded through Wheeling & Lake Erie railway 
stations on its Ohio River branch between Martins Ferry to Steuben- 
ville, O., when destined to Cleveland, Canton and Massillon, O., on 
the Wheeling & Lake Erie railway, and Lorain and South Lorain, 
O., on the Lorain & West Virginia railway, and intermediate points 
The following is illustrative, rates being in cents a ton of 2,000 pounds, 
fram Martins Ferry, Mingo Junction and Yorkville, O., to Canton 
and Massillon, O., present 126, proposed 95; from Martins Ferry, 
Mingo Junction and Yorkville, O., to Cleveland, Loraine and South 
Loraine, O., present 174, proposed 110. 


I. C. C. LEASE ORDER UPHELD 


“Advices have been received at the Department of Justice 
that an opinion handed down by a specially-constituted court of 
three judges in the southern district of New York, denies the 
injunction and dismisses the bill of complaint in the case of 
the New York Central Securities Corporation vs. United States,’ 


says the department.” This complaint sought to annual and set 
aside a certificate of public convenience and necessity issued by 
the Interstate Commerce Commission authorizing the New York 
Central Railway Company to lease for a period of 99 years the 
properties of the Michigan Central and the Cleveland, Cincil- 
nati, Chicago & St. Louis railway companies.” 
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Decisions of Interstate Commerce Commission 





L. & N. CINCINNATI SWITCHING 


Rates and charges of the Louisville & Nashville between 
Covington, Latonia and Newport Ky., on the one hand and 
points within the Cincinnati, O., switching limits on the other, 
have been found unreasonable by the Commission, division 3, 
in No. 22281, Union Gas & Electric Co. vs. L. & N. et al. This 
report also embraces two sub-numbers, Covington, Ky., Chamber 
of Commerce vs. B. & O. et al. and City of Newport, Ky., vs. 
Same; No. 22282, Busse Brick Co. vs. L. & N. et al.; No. 22284, 
Newport Coal Co. vs. Same and a sub-number, Cincinnati, New- 
port & Covington Railway Co. vs. Same. The complainant in 
the last mentioned complaint, a traction line, attached rates on 
cinders. 

This proceeding was heard jointly with similar cases, relat- 
ing to intrastate charges, before the Kentucky commission. New 
rates ordered in the interstate case are to be made effective 
not later than September 23. The findings, other than that the 
C.N. & C. traction company made shipments and was entitled to 
reparation, follow: 


(1) The rates maintained by the L. & N. on local traffic, in 
carloads, between Covington, Latonia, and Newport, Ky., on the 
one hand, and points on the L. & N. within the Cincinnati switching 
limits on the other, were, are, and for the future will be, unreason- 
able to the extent that they exceeded, exceed, or may exceed $12.50 
per car. 

(2) The rates maintained by the L. & N. between Covington, 
Latonia, and Newport on the one hand, and points on the L. & N. 
within the switching limits of Cincinnati for application on traffic, 
in carloads, destined to or from points off the lines of the L. & N., 
but within the switching limits of Cincinnati, were, are, and for 
the future will be, unreasonable to the extent that they exceeded, 
exceed, or may exceed $12.50 per car. 


RAILWAY MAIL PAY 


The Commission, by division 5, in No. 9200, railway mail 
pay, has determined the status of a number of railroads, the 
determination being necessary as a foundation for the rates 
they are to receive for carrying the mails. The questions were 
handled in two reports. 

In one of the reports the Commission, acting on an applica- 
tion of the Illinois Terminal Co., found that carrier to be a 
railway common carrier within the meaning of the act of July 
28, 1916, and not an urban and interurban railway common car- 
rier. It said that fair and reasonable rates for the transporta- 
tion of mail on and after December 17, 1930, would be those 
fixed and determined in Railway Mail Pay, 144 I. C. C. 675. The 
Illinois Terminal has been receiving the compensation deter- 
mined by the Commission in Electric Railway Mail Pay, 98 
I. C. C. 737. In the application on which this report is based 
it asserts that pay received by it is not fair and reasonable. 
The Commission said that the business of the Illinois Terminal 
was conducted in substantially the same manner as that of any 
railway common carrier subject to the mail pay act of 1916. 
The determination of the rates of pay to be received by the 
Illinois Terminal relates back to December 17, 1930, the date 
on which, according to the report, the road filed its application 
for reexamination of the rate question. 

In the other report the Commission found the Jacksonville 
& Havana railroad operating between Jacksonville and Havana, 
Ill., to be a separately operated railroad over 50 miles in length, 
including the length of railroad over which it operates under 
a trackage agreement with the C. B. & Q. 

The Northwestern Railroad Company of South Carolina was 
found to be a separately operated railroad over 50 miles but 
less than 100 miles in length. 

Both roads were found to be entitled to the rates of pay 
established for such roads in Railway Mail Pay, 144 I. C. C. 675. 


IMPORTED WOOD PULP 


The Commission, by division 5, in No. 20888, Albany Per- 
forated Wrapping Paper Co. vs. New York Central et al., has 
found unreasonable the rates on imported wood pulp, carloads, 
from Weehawken, N. J., and other points within the lighterage 
limits of New York Harbor and from Albany, N. Y., to destina- 
tions in the state of New York, to the extent that they may 
exceed 85 per cent of the sixth class rates prescribed in East- 
ern Class Rate Investigation, 164 I. C. C. 314. Rates on that 
basis are to be established not later than September 9. 

A question of jurisdiction was raised because the traffic 


after being unloaded from steamers within New York was taken 
to destinations within that state. The Commission found that 
some of the pulp was taken to Albany and placed in storage 
yards to be used either at the mill of the complainant or shipped 
to destinations when needed. Some of the pulp taken to Albany 
was shipped direct from shipside to final destinations in New 
York state. Some of the pulp was lightered to the Sixtieth 
street station of the New York Central and then moved over 
that road to final destinations within the state. 

The Commission found that the shipments from Weehawken 
and points within the lighterage limits of New York and those 
moving directly from shipside at Albany were import traffic 
and suject to its jurisdiction. It further found that the ship- 
ments from the complainant’s storage yard at Albany were 
intrastate and not subject to its jurisdiction. 

The complaint was that the rates from all the points within 
New York and Weehawken to destinations on the New York 
Central and West Shore in New York state were unreasonable 
and unduly prejudicial. New rates and reparation were sought. 
The case was heard jointly with the New York commission. 

On the question of shipments from the Sixtieth street sta- 
tion and shipside at Albany the Commission said that the 
record was clear that there was an original and continuing in- 
tention to transport the shipments to some particular destina- 
tion in the state of New York. The Commission cited Goldsboro 
Chamber of Commerce vs. A. C. L., 91 I. C. C. 315, and Ham- 
ersley Manufacturing Co. vs. Erie, 148 I. C. C. 47, on the ques- 
tion of jurisdiction over the traffic where the intent was to 
ship to particular destinations at the time the pulp was brought 
into the country. 

Commissioner Porter, dissenting in part, said he favored a 
finding of unreasonableness only to the extent the rates might 
exceed 90 per cent of sixth class, or 25 per cent of the first class 
rates prescribed in the eastern class rate revision. 


PAPER REDUCTIONS UNJUSTIFIED 


The Commission, by division 3, in I. and S. No. 3568, paper 
and paper articles from Chicago, Ill., Milwaukee, Wis., Peoria, 
Ill., and St. Louis, Mo., groups to points in Iowa and in the 
reverse direction, has found not justified proposed r>duced rates 
on paper and paper articles between Milwaukee, Chicago and 
Peoria and points grouped therewith on the one hand and points 
in Iowa on the other, and between St. Louis and its group and 
Newton, Ia. It has ordered the cancellation of the suspended 
schedules and discontinued the proceeding. 

Removal of fourth section violations was alleged by the 
proposing railroads to have been the sole reason for proposing 
the reductions. The violations were caused by the maintenance 
of lower rates from producing points in the Fox River group in 
Wisconsin to destinations in Iowa over routes through Milwau- 
kee, Chicago and Peoria than applied from those points. Pro- 
test was made by the Minneapolis Traffic Association and the 
St. Paul Association of Commerce. 

According to the report the evidence of the Twin Cities 
protestants was directed against the reduced rates on paper 
boxes, knocked down or folded flat, from Milwaukee, Chicago, 
Peoria and St. Louis. The Twin Cities protestants asserted that 
the rates on the commodity mentioned from Milwaukee, Chicago, 
Peoria and St. Louis to Iowa points were unduly low in com- 
parison with rates from St. Paul and Minneapolis and that 
unless like reductions were made from those points the proposed 
rates would result in undue preference for Milwaukee, Chicago, 
Peoria and St. Louis and deprive them of the benefit of their 
nearer location to the destinations in Iowa. They said the 
fourth section violations could be removed by restrictions in the 
routing of traffic except over a route of the Soo Line through 
Chicago. The Milwaukee and North Western admitted, the 
report said, that restrictions in routing via their lines would 
eliminate the fourth section violations. 

In disposing of the case the Commission called attention to 
what it had said in West Virginia Pulp & Paper Co. vs. B. & O., 
165 I. C. C. 349. In the West Virginia case it said that in 
Western Trunk Line Class Rates, 164 I. C. C. 1, it had said, “the 
current need of the western lines for some additional revenue 
has been clearly shown, and we have endeavored to meet that 
need by increasing the general level of their class rates” and 
that “consistency with that action points to a similar course 
here.” 

In that West Virginia case the Commission pointed out that 
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it had prescribed a maximum reasonable rate of 20 cents on 
printing and wrapping paper and other products from the Fox 
Rixer group to Chicago for a distance of 209 miles, an increase 
of 3 cents over the rate of 17 cents then in effect. It added 
that paper boxes were included in the group the rate on which 
was increased 3 cents. It added, “and the proposed rates are 
unduly low in comparison with the rate prescribed from the Fox 
River group to Chicago.” 


NEWSPRINT PAPER TO CHICAGO 


The Commission, in I. and S. No. 3538, import newsprint 
paper from Thorold, Ont., to Chicago, Ill., in a report written 
by Commissioner Lee, has found justified an increase in the 
rate on newsprint paper, between the points mentioned, from 
22.5 to 27.5 cents. The former is a commodity rate established 
in 1927 at the conclusion of a controversy lasting for several 
years. The rate found justified is the sixth class rate. 

Protests were made by the Chicago Tribune and its stock 
subsidiary, the Ontario Paper Co. The latter operates a paper 
mill at Thorold. The whole output of the Thorold plant is used 
by the Tribune. 

The proposed rate, a joint international one, was suspended 
by the Canadian commission as well as by the United States 
regulating body. After hearing of argument the Canadian body 
amended its suspension order by removing the suspension 
therein directed in so far as it applied to the rate from Thorold 
to Chicago. 

The carriers contended that the present commodity rate 
of 22.5 cents was a water competitive publication and that it 
was failing of its purpose; the protestants contended to the 
contrary. The latter submitted rate comparisons. They ar- 
gued that there was no justification for an increase in the rate 
in advance of a decision in No. 21095, the newsprint paper in- 
vestigation which the Commission is conducting. 

According to the report, the protestants; at the time of the 
opening of the Thorold plant in 1913, sought a commodity rate 
of 80 per cent of sixth class but were unable to obtain any con- 
cession below sixth class until 1922, and then only after they 
had completed arrangements for the movement of the traffic 
by boat. Upon agreement by the carriers to establish a com- 
modity rate of 25 cents, later reduced 10 per cent, says the re- 
port, the protestants abandoned their plan to ship by water. 
Protestants, Commissioner Lee said, made no showing that the 
27.5 cent rate would be unreasonable as measured by the gen- 
eral level of rates to New York or other large consuming points 
and that their comparisons with other rates to Chicago from 
eastern mills, using current sixth class rates as a standard of 
proper relationship, were not convincing that the proposed rate 
was unreasonable. They did not show, in fact did not allege, 
said the commissioner, that any undue prejudice would result 
from the proposed increase. 

The cancellation, as proposed, was to have been effective 
last December but the Commission suspended the schedule un- 
til July 1, 1931. 

The railroads raised jurisdictional questions about the rate 
on account of its being applicable in part outside of the United 
States. Commissioner Lee said that for the purpose of this 
case it was needless to discuss them. 

Chairman Brainerd, in a separate view, said that he con- 
curred in the report so far as it found that the order of sus- 
pension should be vacated and the proceeding discontinued. 
Commissioner Mahaffie concurred in the results, because, he 
said, in his opinion, the Commission had no authority to sus- 
pend the operation of the provision here in question. Commis- 
sioner Tate concurred in the result. 


TRUCK COMPETITION ON COTTON 


Recognizing the force of competition between the truck 
and the railroads in the hauling of cotton to New Orleans, La., 
the Commission, in a third supplemental report in No. 17000, 
part 3, Hoch-Smith cotton, has changed the order issued in 
connection with its original report, 165 I. C. C. 595, prescribing 
a relationship of rates to New Orleans, and to Mobile, Ala., 
from Mississippi Valley territory points, so as to permit the 
railroads to make rates to New Orleans without making cor- 
responding reductions to Mobile to enable them to meet truck 
competition where it exists. It has done for New Orleans, in 
principle, what it did for Texas ports, in its second supplemental 
report, 174 I. C. C. 9. 

Technically the Commission has postponed the effective 
date of its order of July 15, 1930, as subsequently modified, in 
so far as it requires the maintenance of a relation between rates 
on cotton from points in Mississippi Valley territory to New 
Orleans, to June 25, 1932. The tariffs carrying reduced rates 
are to be limited, as to time, so as to observe June 25, 1932, as 
their expiration date. The Commission explained its purpose 
as follows: 
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It is our purpose here to authorize the carriers to establish truck- 
competitive rates to New Orleans from such points in Mississippi 
Valley territory as may be necessary to meet truck competition, sub- 
ject always to complaint and to investigation and suspension, with. 
out the necessity of maintaining any fixed relation between such rates 
and rates from the same points to Mobile where truck competition 
does not exist at all or to the same extent, and all unexpired orders 
or parts of unexpired orders inconsistent with this purpose hereto. 
fore entered in other proceedings will be modified in so far as it be 
necessary to or consistent with the accomplishment of the said 
purpose. 


In changing its order in respect to the relationship between 
rates to New Orleans and Mobile, the Commission set revenue 
limits below which it said the railroads should not go. In the 
Texas ports supplemental report the Commission set a limit 
of 65 per cent of the revenue that might be derived from ob. 
servance of the rates, which, in all cases, included the 18-cent 
compression charge. Inasmuch as the rates east of the Missis. 
sippi are carrier-privilege rates, a different scheme of minimum 
limits had to be devised. The scheme is to forbid the railroads 
to make rates yielding less than specified amounts for specified 
distances less than 200 miles. Beyond 200 miles the minimum 
is to be 65 per cent of the carrier-privilege rate after deducting 
therefrom the compression charge of 15 cents. 

The minimum scale, as it might be called, begins with a 
rate of 12 cents for five miles, goes to 16 cents for 25 miles, 
20 cents for 50 miles, 23 cents for 75 miles, 25 cents for 100 
miles, 27 cents for 150 miles and 31 cents for 200 mlies. The 
scale progresses regularly in five-mile blocks up to 45 miles 
with one cent added for each block. Beyond that point the 
gradation is irregular both as to blocks and rates. 

The report says that in connection with the filing of any 
proposed truck-competitive rates which would be in violation 
of the original order were it not for this postponeemnt, the 
railroads must show that under such rates they will not collect 
and retain less than the minimum revenue. In addition, the 
railroads are to show, so far as practicable, that all parties who 
would be materially interested in the level of the proposed rates 
or in their relation to other rates had been advised of the pro- 
posal in time to have had an opportunity to protest; the nature 
and extent of the truck competition which made the proposed 
rates necessary; that the proposal would not result in abrupt 
rate jumps between nearby points and that a reasonable grada- 
tion had been proposed between truck-competitive and non-com 
petitive levels. 

The carriers asked for the right to make rates to New 
Orleans not in accordance with the relationship provisions of 
the Commission’s order on the ground that there was active 
and intense truck competition at that point, whereas to Mobile 
it was of no consequence. Competition, they said, appeared at 
New Orleans in the 1930-1931 cotton shipping season. Mobile, 
and Gulfport, Miss., said the report, contended that if truck- 
competitive rates were established from certain points to New 
Orleans, rates from the same points should be established on 
that same basis to Mobile and Gulfport. 


CINCINNATI COAL DEMURRAGE 


The Commission, by division 1, on further hearing in No 
17791, Union Gas & Electric Co. vs. C. & O., has awarded repara- 
tion amounting to $1,119 on account of illegally assessed demur- 
rage charges on coal at Cincinnati, O., in the period from 
November 28, 1923, to January 30, 1924. The finding was that 
the charges were inapplicable in part as described in the report. 
The prior reports in the case were in 126 I. C. C. 566, and 136 
I. C. C. 2765. 

Complainant contended that only $1,006 demurrage was due 
on 120 cars because of the failure of the C. & O. to send notice 
of actual placement and because of bunching, run-arounds and 
the railroad’s failure to assist in switching; and that only $60 
demurrage was due on the 87 other cars involved because of the 
failure of the railroad to send notice of actual placement. The 
Commission said that the complainant did not debit itself with 
demurrage, while the cars were constructively placed. The 
railroad collected $5,087 on the 120 cars and $307 on the 87 cars. 
At the last hearing, the report said, the railroad conceded that 
the amount to be refunded was $1,119, the data having been 
taken from its station records and submitted as an exhibit in 
the case. That exhibit, the report said, afforded a basis upon 
which a finding could be made. The formal finding was to the 
effect that the railroad should pay the amount mentioned, with 
interest from the time of the payment of the charges in excess 
of the lawful ones. 


BANANAS AND COCONUTS 
The Commission, by division 3, in No. 22749, Schenecker 
Produce Co. vs. B. S. L. & W. et al., No. 23238, Jacksonville 
Produce Co. vs. I. G. N. et al., and two sub-numbers thereunder. 
Moore Grocery Co. vs. G. C. & S. F. et al. and Gugenheim- 


Goldsmith Co. et al. vs. I. G. N. et al., has revised rates 02 
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pananas and coconuts, imported, in straight or mixed carloads, 
from New Orleans, La., Galveston, Laredo, Eagle Pass, and El 
Paso, Tex., to destinations in Texas. The revision is based on 
a finding of unreasonableness. The Commission said that fol- 
lowing Southern Produce and Baldwin Produce cases, 165 I. C. 
c, 428, and 168 I. C. C. 308, it found that the rates were and 
for the future would be unreasonable to the extent that they 
exceeded or might exceed the column 45 rates from and to the 
same points prescribed in the southwestern revision, minimum 
90,000 pounds, in straight or mixed carloads. It awarded repara- 
tion. The report said -that inasmuch as reasonable rates for 
the future had been prescribed in the cases, no order for the 
future needed to be made here. 


CANNED FRUITS AND VEGETABLES 


The Commission, by division 2, in No. 22425, Traffic Bureau, 
Chambe of Commerce of Mitchell, vs..A. T. & S. F. et al., and 
No. 22514, Board of Railroad Commissioners of State of South 
Dakota vs. Same, has modified the findings in the original re- 
port, 172 I. C. C. 295. Upon reconsideration it is found that the 
rates assailed on canned fruits and vegetables from points in 
Colorado common point territory are not now unreasonable but 
that for the tuture the rates on the canned fruits and vegetables 
listed in descriptive paragraph 6 of Appendix N to the report 
in Western Trunk Line Class Rates, 164 I. C. C. 1, from pro- 
ducing points in Colorado common point territory to jobbing 
points in South Dakota, will be unreasonable to the extent that 
they may exceed 35 per cent of the first class rates subject to 
a minimum of 40,000 pounds. 

The Commission further found that for the future the rates 
on canned fruits and vegetables, other than those listed in the 
descriptive paragraph mentioned, will be unreasonable to the 
extent that they may exceed 37.5 per cent of the first class 
rates subject to the minimum provided in western classification. 
The revised rates are to be made effective not later than Au- 
gust 15 upon not less than 20 days’ notice to Rapid City, Dead- 
wood, Belle Fourche, Winner, Chamberlain, Pierre, Mobridge, 
Lemmon, Miller, Aberdeen, Huron, Mitchell, Yankton, Water- 
town, and Sioux Falls, S. D. 


COMMISSION REPORTS 


Fresh Cherries 


No. 23787, Andrews Brothers vs. Railway Express Agency, 
Inc. By division 2. Carload rate, fresh cherries, Wenatchee, 
Wash., to Detroit, Mich., reconsigned to Toledo, O., and again 
reconsigned to Cleveland, O., unreasonable to the extent it 
exceeded $4.47 a hundred pounds. Reparation of $123.47 
awarded. 

Pig Iron 

No. 22510, Federal Foundry Co. vs. A. G. S. et al. By 
division 2. Dismissed. Rates, pig iron, points in Alabama and 
Tennessee to Indianapolis, Ind., not unreasonable or unduly 
prejudicial. 

Seed and Feed 

No. 23473, Rudy-Patrick Seed Co. vs. M.-K.-T. et al. By 
division 2. Rates charged, shipments, sudan seed and poultry 
feed, points in Texas and Kansas to Kansas City, Mo., there 
mixed in transit and the product forwarded to destinations in 
Oklahoma, inapplicable. Applicable rates, seed, Lariat, Tex., 
to Atoka, Okla., and Summerfield, Tex., to Muskogee, Okla., 42 
cents; Hale Center, Tex., to Broken Arrow and Checotah, Okla., 
41 cents; Sudan, Tex., to Coalgate and Checotah, Okla., and 
from Farwell, Tex., to Muskogee, 43 cents; Littlefield, Tex., to 
Muskogee, 44 cents. Applicable rate, feed, Page City, Kan., to 
Checotah, 32.5 cents; Hale Center to Broken Arrow and 
Checotah, 37 cents. Reparation awarded. 


Gas and Fuel Oil : 


No. 23056, Ashland Refining Co., Inc., vs. B. & O. et al. By 
division 5. Dismissed. Rate, gas oil. and fuel oil, Leach, Ky., 
to Cincinnati, O., and points within the Cincinnati switching 
district, not unreasonable in the past. Maximum reasonable 
trate for the future prescribed in Petroleum and Its Products, 
171 I. C. C. 286, and therefore no finding for the future deemed 
necessary. 


Scrap or Waste Paper 


I. and S. 3497, scrap or waste paper, carloads, from, to, and 
between points in southwestern territory. By division 3. Re- 
bort written by Commissioner Lee. Proposed rates on scrap or 
Waste paper, carloads, on a basis of 20 per cent of first class 
rates, between points in southwestern territory, and between 
points in southwestern territory, on the one hand, and points in 
eastern defined territories, on the other, not justified. The find- 
Ing is without prejudice to the filing of new schedules on the 
basis of 17.5 per cent of first class rates, minimum 30,000 pounds, 
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subject to rule 34. Suspended schedules to be canceled and 
proceedings discontinued. 


Pulpwood 


No. 22611, J. Fred Amsden vs. Canadian National Railways 
et al., and No. 20630, Same vs. Same. By division 2. Report 
by Commissioner Lee. Dismissed. Rates, pulpwood, points in 
Canada, provinces of Ontario and Quebec, to Lockport and 
North Tonawanda, N. Y., not unreasonable. Chairman Brainerd 
said he concurred in the finding of the majority that the com- 
plaints should be dismissed but not for the reasons stated in 
the report. 

Apples and Peaches 


No. 23776, Traffic Bureau, Lynchburg Chamber of Com- 
merce, for Wray, Goodwin & Keyt, Inc., vs. C. & O. et al. By 
division 5. Charges, mixed carload of apples and peaches, Big 
Island, Va., to Cincinnati, O., unreasonable to the extent that 
they exceeded or may exceed those based on the contemporan- 
eous peach rate subject to the peach minimum weight. Repara- 
tion of $30.30 awarded. New rate to be effective not later than 
September 22. 

Phosphate Rock 


No. 23501, Shreveport Chamber of Commerce on behalf of 
Meridian Fertilizer Factory et al. vs. T. & P. By division 3. Dis- 
missed. Rate, phosphate rock, Westwego, La., to Shreveport, 
La., originating at points in Florida not shown to have or to 
be unreasonable. 

Wire Fencing 


No. 23791, Keystone Steel & Wire Co. vs. C. & N. W. By 
division 3. Rate, carload of wire fencing, Peoria, Ill., to Carroll, 
la., inapplicable. Applicable rate 33.5 cents. Reparation of 
$11.54 awarded. Chairman Brainerd noted a concurrence in the 
result. 

Face Brick 


No. 23942, United Brick & Tile Co. vs. A. T. & S. F. et al. 
By division 2. Rate, face brick, Tulsa, Okla., to Las Vegas, N. 
M., unreasonable to the extent it exceeded 30 cents. Reparation 
of $73.03 awarded. 
Scrap Brass 


No. 23494, Federated Metals Corporation vs. Pennsylvania 
et al. By division 3. Dismissed. Rate, scrap brass, East Liberty, 
Pa., to Chicago, Ill., not unreasonable. 


Hollow Building Tile 


No. 22865, Terre Haute Chamber of Commerce vs. A. T. & 
S. F. et al. By division 3. Dismissed. Rate, hollow building 
tile, Terre Haute, Ind., to Chicago, Ill., not unreasonable or 
otherwise unlawful. Intrastate rates on that commodity, from 
points in Illinois to Chicago, not unduly prejudicial or unjustly 
discriminatory against interstate commerce. 


Can Openers 


No. 23819, Bunker-Clancey Manufacturing Co. vs. A. T. & 
S. F. et al. By division 3. Ratings and rates, can openers, less 
than carloads, Kansas City, Mo., to interstate destinations 
throughout the United States, not unreasonable, but contem- 
poraneous maintenance of such rates and ratings to destinations 
in official territory and of lower rates and ratings from other 
points to the same destinations, found unduly prejudicial to 
complainant and unduly preferential of its competitors. Carriers 
directed to remove undue prejudice not later than September 22. 


D. & R. G. W. ABANDONMENT 


The Denver & Rio Grande Western Railroad Company has 
been authorized by the Commission, division 4, in Finance No. 
8354, to abandon operation of the branch line of narrow gauge 
railroad extending from Taos Junction to La Madera, 16.43 
miles, in Taos and Rio Arriba counties, N. M., subject to the 
condition that within 30 days from June 15 the applicant shall 
lease the branch or any portion thereof to any person, firm¢or 
corporation desiring to take over the same for continued opera- 
tion at a rental not less than that represented by the interest 
at 6 per cent on the fair net salvage value of such branch or por- 
tion thereof. 


H. & T. C. CONSTRUCTION 


In a report in Finance No. 8374, Houston & Texas Central 
Railroad Company proposed construction, embracing also Fi- | 
nance No. 8447, Warren Central Railroad Company proposed 
construction, the Commission, by division 4, has found that the 
present and future public convenience and necessity require the 
construction by the Houston & Texas Central Railroad Com- 
pany of an extension or branch beginning at a point between 
the stations of Hockley and Gano on its existing main line and 
extending thence in a southerly direction approximately 4.3 
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miles to a point at or near the existing mine of the Houston 
Salt Company, in Harris county, Texas, provided applicant is 
unable to acquire or to obtain the right to use, upon reasonable 
terms, that portion of the line of the Warren Central Railroad 
Company which parallels such branch line. The Commission 
said it thought such an arrangement should be made and that 
no certificate would be issued at this time and that the record 
as to this feature of the case would be held open for 60 days 
to enable the parties to negotiate and report the results to it. 

In Finance No. 8447, the Warren Central asked authority to 
construct a line beginning at a point about 1.5 miles east of 
Hockley, on the main line of the H. & T. C., and extending 
thence in a southerly direction about 4 miles to a point near 
the existing mines of the Houston Salt Company and the Tide- 
water Gypsum Company, thence in a southerly direction to Katy 
on the main line of the Missouri-Kansas-Texas of Texas, a total 
distance of approximately 16.4 miles, in Harris county, Texas. 
The Commission found that this line was not required and 
denied the application. 


NORTHERN TEXAS CONSTRUCTION 


The Commission, to meet the desire of the interested par- 
ties, has modified its order of May 4, 1931, in Finance No. 7623, 
Ft. Worth & Denver Northern Railway Co. construction, and 
Finance No. 7547, Chicago, Rock Island & Gulf Railway Co. 
construction, so that the option given by the former to the 
latter will become effective from the date of the completion by 
the Ft. Worth & Denver Northern of its entire proposed line 
between Childress and Pamapa, Tex., instead of from the date 
of the completion of that part of the line from Shamrock to a 
point south of Wellington, Tex. 

In the order dated May 4, the Commission modified cer- 
tificates and an order previously issued so as to permit the 
Ft. Worth & Denver Northern to proceed alone with the con- 
struction of a line from Shamrock to a point south of Wel- 
lington, with an option to the Rock Island to acquire one-half 
interest in the line within 120 days from the date of its com- 
pletion. 


FINANCE APPLICATIONS 


Finance No. 8808. Supplemental application of Kentucky & In- 
diana Terminal Railroad Co. for authority to pledge $880,000 of first 
mortgage bonds as collateral security for short term notes. 

_Finance No. 8879. Indianapolis Union Railway Co. asks authority 
to issue $1,000,000 of 4% per cent refunding and improvement mort- 
gage gold bonds, in connection with railroad elevation project at 
Indianapolis, Ind. No arrangement has yet been made regarding the 
sale of the bonds. 

Finance No. 8879. Sub. No. 1. Pennsylvania Railroad Co., as 
guarantor, jointly and severally with the New York Central Rail- 
road Co., asks authority to assume obligation and liability in respect 
of the issue of $1,000,000 of Indianapolis Union Railway bonds. 

Finance No. 8879. Sub. No. 2. New York Central Railroad Co. 
and the Cleveland, Cincinnati, Chicago & St. Louis Railway Co. ask 
authority to assume obligation and liability in respect of the Indian- 
apolis Union Railway bonds. 

Finance No. 7325. Supplemental application of Chicago, Indian- 
apolis & Louisville Railway Co. for authority to issue conditionally 
$467,000 of its first and general mortgage 6 per cent gold bonds, part 
of an issue heretofore authorized to be issued nominally by the Com- 
mission, and to pledge them as collateral for short-term loans. 

Finance No. 8880. North Plains & Santa Fe Railway Co. asks 
authority to issue one first mortgage bond for $4,000,000 and deliver 
it to the A. T. & S. F. in satisfaction of an equal amount of in- 
debtedness to that company. 

Finance No. 8881. Chicago, Rock Island & Pacific Railway Co. 
asks authority to abandon operation of a line from Cameron Junc- 
tion to Birmingham, Clay county, Mo., 44 miles. Applicant has op- 
erated over line under trackage contract with C. B. & Q. It has 
obtained authority to acquire control by lease of St. Paul & Kansas 
City Short Line Railroad Company between Coburn and Birmingham, 
Mo., for use in lieu of operation sought to be abandoned. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8835, authorizing the Chicago, 
Rock Island and Pacific Ry. Co. to pledge and repledge, from time 
to time until June 30, 1933, not exceeding $8,497,000 of Chicago, Rock 
Island & Pacific Ry. Co. first and refunding mortgage gold bonds 
and $6,540,000 of St. Paul & Kansas City Short Line R. R. Co. first 
mortgage gold bonds as collateral security for any note or notes which 
the applicant may issue within the limitations of section 20a(9) of 
the interstate commerce act, approved. 

_ Report and certificate in F. D. No. 8864, authorizing the acquisi- 
tion by the New York Telephone Company of the properties of the 
Byron Telephone Company, approved. 

Report and certificate in F. D. No. 8830, authorizing acquisition 
by the Michigan Bell Telephone Company of the properties of the 
East Shore Telephone Company, approved. 

Report and order in F. D. No. 8859, authorizing the New York 
Central Railroad Company to assume obligation and liability in respect 
of not exceeding $3,094,000 of New York Central Railroad equipment 
trust of 1930 4% per cent equipment-trust gold certificates to be 
issued by the Guaranty Trust Company of New York, trustee, under 
an agreement dated May 15, 1930, and to be sold at not less than 
104.4121 per cent of par and accrued dividends in connection with 
the procurement of certain equipment, approved. 

Report and order in F. D. No. 8854, authorizing the New York, 
New Haven & Hartford Railroad Company to assume obligation and 
liability in respect of $2,595,000 of New York, New Haven & Hart- 
ford equipment trust of 1931 4% per cent equipment-trust gold certi- 
ficates to be issued by the First National Bank of Boston under an 
equipment-trust agreement to be dated July 1, 1931; said certificates 
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to be sold at not less than 102.62 per cent of par and accrued dividends 
in connection with the procurement of certain equipment, approved, 

Report and certificate in F. D. No, 8811, authorizing the Chicago, 
Milwaukee, St. Paul & Pacific R. R. Co. to abandon part of its line 
of railroad in Scott and Clinton counties, lowa, approved. 


COMMISSION ORDERS 


Fourth Section Application No. 14271, Brick from Pueblo, Colo, 
Petition filed by F. A. Leland, for an extension of expiration date 
in supplemental fourth section order 10546, brick from Pueblo, Colo,, 
entered in said application, denied, sufficient justification not having 
been shown. 

No. 23050, Schorsch & Co. et al. vs. N. Y. N. H. & H. et ail, 
Proceeding reopened for reconsideration on record as made, and or- 
der entered herein on December 27, 1930, vacated and set aside until 
further order of Commission. 

No. 22425, Traffic Bureau Chamber of Commerce of Mitchell ys, 
A. T. & S. F. et al. and No. 22514, Board of Railroad Commissioners of 
State of South Dakota vs. A. T. & S. F. et al. . Order modified to 
become effective August 15, 1931, upon not less than 20 days’ notice, 
instead of July 15. e 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Traffic As- 
sociation vs. A. T. & S. F. et al. Order modified to become effective 
on December 3 upon not less than 30 days’ notice instead of July 23, 

No. 24120, Walter Young vs. C. of N. J. et al. Bernard L. Mc- 
Donald Coal Co., dismissed as party intervener hereto. 

No. 20806, Frank R. Gooding et al. vs. O. S. L. et al, Order further 
modified to become effective on September 28, upon not less than 30 
days’ notice instead of July 29. ; 

Finance No. 7025, Western Pacific California construction and 
Finance No. 7364, Western Pacific acquisition and operation. Time 
prescribed in certificate in Finance No. 7025, within which the Western 
Pacific California shall commence and complete the construction of 
the line of railroad therein authorized, is further extended to January 
1, 1932, and January 1, 1934, respectively. ; 

No. 13915 (and Sub. 1), E. L. Palmer vs. M. P. et al. Order 
modified so that defendants shall hereafter be required to maintain 
said rates only to points of consumption on lines of said defendants 
in Illinois. 7 

Finance No. 6316, California & Oregon Coast R. Co. claim under 
section 204. Proceeding discontinued. 

No. 22257, South Dakota Concrete Products Co. et al. vs. C. & N, 
W. et al., No. 19979, South Dakota State Highway Commission ys. 
M. St. P. & S. S. M. et al., and No. 22091, Same vs. Same, proceed- 
ings reopened for reconsideration, and petition by Watertown Chamber 
of Commerce for leave to intervene, denied. 

Fourth Section Applications Nos. 928, 1561 and 1757, Coal and 
coke to points in Virginia and North Carolina. Petition filed by 
Henry Thurtell, counsel for the N. & W. and Virginian, for a further 
postponement of the effective date of Fourth Section Order No. 
10533, Coal and coke to points in Virginia and North Carolina, 
entered in said applications No. 928, 1561 and 1757, denied, sufficient 
justification not having been shown. va 

No. 16504, Burlington Shippers’ Association et al. vs. A. C. et al, 
Defendants’ petition for reconsideration and postponement of effec- 
tive date of order of April 1, denied. 

No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. 
et al. No. 16613 (Sub. 1), Grand Forks Commercial Club vs. A. & 
W. et al. JI. & S. 3260, Potatoes from Michigan, Minnesota, North 
Dakota and Wisconsin to southern points, and |. & S. 3312, potatoes 
from Michigan, Minnesota, North Dakota and Wisconsin to southern 
points. That, in so far as petition of defendants and respondents 
requests postponement of order in I. & S. 3260 and 3312, said petition 
is denied, and the order of April 14, 1931, in Nos. 21218 and 16613 
(Sub. 1), is modified to become effective August 23, in so far as it 
affects rates to destinations in southern territory, including New 
Orleans, La., and December 3, 1931, in so far as it offects rates to 
destinations in official territory, including Chicago, Ill., and St. Louis, 

Ne. 16613, State of Colorado and Public Utilities Commission of 
State of Colorado vs. A. T. & S. F. et al. Order is further modi- 
fied to become effective August 23, 1931, except with respect to 
traffic to St. Louis, Mo., as to which the said order is to become 
effective December 3, 1931. 

l. & S. 3559, Leaf tobacco from North Carolina to Norfolk and 
Richmond, Va., and related points. Petitions of respondents for 
postponement of effective date of order and for reopening and re- 
argument before entire Commission denied. 

No. 22754 (and Sub. 1), Nevins Fruit Co., Inc., vs. F. E. C. et al. 
Order is modified to become effective on or before July 28, 1931, upon 
not less than 10 days’ instead of 30 days’ notice. 

No. 21796 (Sub. 1), Egyptian Tie & Timber Co. vs. St. L.-S. F. 
et al., and No. 21741, E. L. Palmer et al. vs. M. P. et al. Order modi- 
fied so that defendants shall hereafter be required to maintain said 
rates only to points of consumption on lines of defendants in Illinois. 

No. 22425, Traffic Bureau, Chamber of Commerce of Mitchell, vs 
A. T. & S. F. et al., and No. 22514, Board of Railroad Commissioners 
of State of South Dakota vs. A. T. & S. F. et al. Proceeding reopened 
for reconsideration upon record as made. 

No. 24497, Trenton Potteries Co. et al. vs. A. C. L. et al. New 
Jersey Porcelain Co., Scammell China Co., Cook Pottery Co., Star 
Porcelain Co., Trenton Chamber of Commerce, Trumbull Electric 
Manufacturing Co. and United Clay Mines Corporation permitted to 
intervene. 

No. 24409, Carroll-Brough and Robinson et al. vs. C. R. I. & G. 
et al. Grovier-Starr Produce Co., Hutchinson Produce Co., Midwest 
Produce Co., and National Brokerage Co. permitted to intervene. 

No. 24422, Citv of St. Petersburg, Fla., vs. A. C. L. et al. L. BR. 
Powell Jr., and E. W. Smith, receivers of S. A. L. permitted to 
intervene. 

No. 14617, Acme Brick Co. et al. vs. A. & M. et al., and cases 
grouped therewith. Order modified to become effective September 
1, 1931, instead of July 31. 


BOSTON TO CHICAGO SERVICE 


The Lehigh Valley Railroad Company announces that, 
effective June 19, a third morning delivery in Chicago from 
Boston is made in connection with the B. & M., D. & H., L. V. 
Buffalo and the Canadian National, Nickel Plate, and Wabash. 
Effective June 22, a third morning schedule is established from 
Boston to Chicago via N. Y. N. H. & H., N. Y. O. & W., L. V., and 
the Canadian National, Nickel Plate, and Wabash railroads, 
respectively. 
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June 27, 1931 
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Proposed Reports in I. C. C. Cases 





FOURTH SECTION IN SWITCHING 


A method whereby the railroads may avoid the difficulties 
with the fourth section created by the Commission’s decision 
in Lumber Rates on Pacific Coast, 147 I. C. C. 18, growing out 
of their practice of absorbing switching charges on competitive 
traffic but not on non-competitive traffic, has been recommended 
by Examiner Myron Witters in fourth section application No. 
14149, fourth section violations from non-absorption of switch- 
ing charges at intermediate points. The application was filed 
by F. W. Gomph, in behalf of the carriers for whom he was 
tariff publishing agent. 

Witters said that while the application was filed on behalf 
of mountain-Pacific territory lines, the conditions described in 
the application prevailed generally throughout the United States 
on the lines of practically all the carriers. He said the con- 
clusions to be reached in regard to this application were of 
general public interest and would have such far-reaching conse- 
quences that it was deemed expedient that the matter should 
be dealt with in a proposed report. Ordinarily fourth section 
applications are disposed of without resort to either proposed 
or final reports, as routine matters. 

The railroads defended the case covered by Lumber Rates 
on Pacific Coast, supra, on the ground that fourth section de- 
partures caused by non-absorption of switching at intermediate 
points on non-competitive traffic were protected by Fourth Sec- 
tion Order No. 5, an order of general application. The defense 
did not avail them in the case mentioned, hence the Gomph 
application. 

Gomph asked for a general fourth section order which 
would allow the publication in tariffs containing joint rates of 
a rule that would be an exception to Rule 27 of the Commis- 
sion’s Tariff Circular No. 20, without observing the long-and- 
short haul part of the fourth section. Witters recommended 
a revision of the rule proposed by Gomph so as to accomplish 
what Gomph desired. The revised rule proposed by him, to 
be a general fourth section order, follows: 


The joint through rates published in this tariff and as amended, 
to or from any point beyond the switching limits of any interchange 
point specified in the routing for such rates, do not apply from or 
to points on connecting lines within the switching limits of any such 
interchange point, except, that where the rate to or from any such 
point beyond is the same as the rate, to or from such interchange 
point, the joint rate to or from any point beyond will apply at in- 
dustry tracks (not including depot or team tracks) on connecting 
lines within the switching limits of the interchange point. (Excep- 
tions to items . . here insert the number or numbers of items con- 
taining the intermediate applications.) 


TRANSCONTINENTAL SUGAR 


Fourth section relief for the transcontinental railroads on 
sugar from San Franscisco Bay points to Chicago, IIl., St. Louis, 
Mo., and related points, “with its objectionable possibilities” 
in the opinion of Examiner W. A. Disque “is not worth while.” 
Therefore, in fourth section application 14080, transcontinental 
eastbound sugar case, 1931, he has recommended denial of such 
relief. 

Among the objectionable possibilities pointed out by him 
was the beginning of a “new cycle of reductions.” That possi- 
bility, he suggested, might begin if the transcontinental lines 
had the supplemental relief sought by them which contemplated 
reductions down to 48 cents a hundred pounds. 

The application as filed asked for permission to reduce an 
84-cent rate generally applicable in the territory between Ari- 
zona and Chicago as a sort of postage stamp rate to 65 cents on 
an 80,000-pound minimum at Chicago. That application was 
supplemented for further authority to reduce the proposed rates 
from time to time as and to the extent that the rates of the 
competitors of the railroads might be reduced. But such reduc- 
tions were not to go below a rate of 48 cents on a minimum of 
80,000 pounds, in accordance with the precedent set by the 
ve" in Pacific Coast Fourth Section Applications, 165 
.C. &. Bea. 

Disque said that the application, filed April 28, 1930, was 
grounded principally on developed actual competition with routes 
operating through the Panama Canal; thence up the Mississippi 
from New Orleans, La.; or up the Hudson River from New York 
City, through the New York State Barge Canal, via Buffalo or 
Oswego, N. Y., and over the Great Lakes; and to some des- 
tinations, finally by rail from Cairo; Ill., St. Louis, Chicago or 
Milwaukee. It was also based, Disque added, on long existing 





market competition between San Francisco Bay refiners, on the 
one hand, and Atlantic seaboard and Louisiana refiners, on 
the other. However, he said that that second ground was prac- 
tically abandoned, it having been the subject of an adverse 
decision in Sugar Cases of 1922, 81 I. C. C. 448. In dealing with 
the situation following that decision the railroads throughout 
the country agreed upon a compromise adjustment of rates that 
has been in effect since that time. 

Supporting the applications, said Disque, were two San 
Francisco Bay refiners who bring duty free sugar from Hawaii 
and the Philippine Islands. Against the application, he said, 
were about a dozen Atlantic seaboard refiners, using principally 
Cuban and Porto Rican raw sugars, and several Louisiana re- 
finers, using those raws as well as local raw sugars. All east- 
ern and southern rail lines and one southwestern line, the Katy, 
opposed it. 

Intercoastal steamship lines and two barge lines on the 
Mississippi, now carrying most of the traffic sought by the 
applicants, came before the Commission, asking for denial of 
the application. There was no opposition, Disque said, from 
any intermediate point. The case, therefore, he said, had the 
characteristics of a minimum rate case as well as of a fourth 
section case. The opposing eastern and southern railroads, 
Disque said, were interested in preventing the proposed reduc- 
tions and protecting the refiners on their lines, rather than in 
seeing a denial of fourth section relief. 

The movement of sugar through the canal to the destina- 
tions involved, the report said, had grown to large proportions, 
the growth being from 4,666 tons in the last eight months of 
1926 to 50,212 tons for the first eleven months of 1930. 

“During the past decade,” says Disque, “the transconti- 
nental lines have lost great quantities of traffic of most all 
kinds to the Panama Canal lines. It is a matter of grave con- 
cern to them.” 


The reduction in freight rates, the report said, would reduce 
the California refiners’ absorption, to enable them to get into 
the markets such as St. Louis, Milwaukee and Chicago from 
34 to 15.5 cents a hundred pounds. It would reduce their ab- 
sorption on sugar to St. Louis to 16.5 cents. 


Disque said that the proposed rates, no doubt, would yield 
much in excess of out of pocket costs incident to handling ad- 
ditional traffic. The California refiners, he said, had supplied 
a relatively larger proportion of the increase in sugar consump- 
tion in recent years than any others. The total sugar tonnage 
via the canal, in the four-year period, 1926-29, approximated, he 
said, the increase in the production of the California refiners 
in that time, adding that the Atlantic seaboard refiners had 
been the principal losers. Protesting refiners, he said, feared 
that the savings which the proposed rates would allow the Cal- 
ifornia refiners on the heavy all-rail movement would so build 
up the latters’ resources that they would be able to reach well 
into the territory east of Chicago and St. Louis, where combi- 
nations now applied, and that their increased sales would result 
in larger and more economical production, thus permitting in 
turn greater absorptions wherever they might be necessary to 
meet competition. The water lines, he said, feared that the 
proposed rates would deprive them of most of their business. 
The protestant barge lines and the protesting railroads, he said, 
feared that there would be an increased movement by rail from 
San Francisco and a reduced movement from points on their 
lines. Their rates, they said, might have to be reduced 30 or 
40 per cent to protect the refiners they served. 


Disque said that the protestants presented the “general 
kind of stock arguments” usually made against low rates and 
fourth section relief, namely, that the rates would not be rea- 
sonably compensatory; that they would result in transportation 
waste; that general reductions in all sugar rates would follow, 
violating the spirit of section 15a; that the water lines would 
be adversely affected, violating the spirit of section 500 of the 
transportation act and that it was not in the public interest 
that San Francisco refiners be given an opportnity to reach 
farther into the territory east of Chicago and St. Louis, or that 
the business of the transcontinental lines be increased at the 
expense of the eastern and southern lines. 

The Inland Waterways Corporation, the report said, urged 
that it could ill afford to lose any revenue. 

“It has generally operated at a deficit,” said Disque, 
cept in 1926 and 1928, when it earned substantial profits . - 
disregarding interest on investment. Applicants urge that this 


ig 
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line, conducting an unprofitable business experiment at public 
expense and competing with privately owned quasi-public cor- 
porations, many of which, including the transcontinental lines, 
need additional revenue, is in no position to here ask for con- 
sideration at our hands.” 

Reductions from Louisiana similar as those proposed from 
San Francisco Bay points, the report said, would cost the Illi- 
nois Central about $200,000 a year, if the tonnage handled in 
1929 might be taken as a standard. 

The government barge line, Disque said, contended that 
the comparatively prosperous transcontinental lines should no 
more be permitted to reduce their rates to meet the competi- 
tion of the “rather unprofitable barge line” than should roads 
like the Illinois Central that practically parallel the Mississippi 
River. 

The applicants had no assurance, of course, said Disque, as 
to how much traffic could be brought to them by the establish- 
ment of the proposed rates. The proposed rates, he said, if 
made effective, would not increase their revenue. On the con- 
trary, it would mean losses on the basis of the 1930 tonnage, 
said he. 

“However,” said Disque, “such losses as would have ac- 
crued might not have been as great as might be suffered for 
each year in the future, if the present rates are continued. In 
other words, the applicants are anxious to reduce their charges 
or suffer losses on what they do move, to the extent here pro- 
posed, as an insurance against greater losses.” 


PROPOSED REPORTS 


Tobacco Stems 
No. 23904, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. L. & N. et al. By Examiner Roy E. McKee. Dismissal 
proposed. Rate, tobacco stems, carloads, points in Kentucky and 
Tennessee to Lynchburg, Va., not unreasonable. 


Lumber 


No, 24070, Klamath Moulding Co. vs. A. T. & S. F. et al. 
By Examiner Roy E. McKee. Rates, lumber and other forest 
products, Klamath Falls, Ore., to various points in the United 
States unreasonable to the extent that they exceeded the con- 
temporaneous rates from Merrill Road, Ore. Reparation pro- 
posed. 
Bananas 


No. 23956, Caruso, Rinella, Battaglia Co. vs. N. Y. C. et al. 
By Examiner Elza Job. Dismissal proposed. Rates, imported 
bananas, New York Harbor, N. Y., to Gloversville, N. Y., not 
unreasonable. 
Face Brick 


No. 24142, Lusco Brick & Stone Co. vs. A. T. & S. F. et al. 
By Examiner T. Naftalin. Shipments, face brick, Perla, Ark., to 
Atwood, Kan., misrouted by the Missouri Pacific. Applicable 
rate and charges over the route shipments should have moved 
were 37.5 cents and $2,455.55, respectively, 37.5 cent rate unrea- 
sonable to the extent it exceeded 26 cents. Reparation of $475.90 
proposed. 

Enameled Bath Tubs 


No. 23841, Kohler Co. vs. C. & N. W. et al. By Examiner 
Cc. J. Peterson. Ratings and rates, enameled iron bath tubs, 
drinking fountains, and shower bath receptors, straight or mixed 
carloads, for the present and future unreasonable to the extent 
that they exceed 40 per cent of the basic scale of first class 
rates in the eastern class rate investigation, minimum 30,000 
pounds on the tubs and 36,000 on the drinking fountains and 
receptors, both minima to be graduated under Rule 34, from 
Sheboygan, Wis., to destinations in official classification ter- 
ritory. Ratings and rates, earthenware or china lavatories, 
lavatory legs or pedestals, water-closet bowls, water closet tanks, 
laundry tubs, including metal or wooden covers or rims when 
attached, urinals, and urinal stalls in one piece, in straight or 
mixed carloads, unreasonable to the extent they exceed 45 per 
cent of the first class rates of the same scale, minimum 30,000 
pounds, subject to Rule 34. Rates and ratings on earthenware 
drinking fountains; tables, dressing, manicure or shampoo, or 
bidets, not unreasonable. New rates and ratings for the future 
proposed. 

Petroleum Products 


No. 24177, Solar Refining Co. vs. Ann Arbor et al. By 
Examiner Paul A. Colvin. Rates, petroleum and petroleum 
products, Lima and Findlay, O., to Ecorse, Plymouth, Romulus, 
Slocum Junction, Trenton, Wayne and Detroit, Mich., not un- 
reasonable, but unduly prejudicial. Examiner said Commission 
should find that the maintenance of rates on the commodities 
mentioned, Lima and Findlay to Detroit and the other destina- 
tions mentioned which were greater percentages of the first 
class rates from and to the same points than the percentage 
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relationship, which the rates on those commodities from Toledo, 
O., to the Michigan destinations bore to the first class rates 
from and to those points was and for the future would be unduly 
prejudicial to the complainants and unduly preferential to re. 
finers at Toledo. Order requiring removal of undue prejudice 
proposed. 
Lubricating Oil 

No. 24195, Powerine Co. vs. Belt Ry. of Chicago et al. By 
Examiner Roy E. McKee. Dismissal proposed. Rates, petroleum 
lubricating oil, Cleveland, O., and Coraopolis, Pa., to Denver, 
Colo., not unreasonable. 

Grapes 


No. 24115, Peter C. and Nick Bruno vs. D. & R. G. W. et al 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, car. 
load of grapes, Las Palmas, Calif., to Leadville, Colo., not unrea.- 
sonable and shipment not misrouted. 


Ammonium Sulphate Nitrate 


No. 24264, Fidelity Chemical Corporation vs. L. & N. et al 
By Examiner Leland F. James. Rate, imported ammonium sul. 
phate nitrate, Mobile, Ala., to Houston, Tex., unreasonable to 
the extent it exceeded 35 cents. Reparation proposed. 


Gasoline 


No. 24203, Champlin Refining Co. vs. C. & A. et al. By 
Examiner C. Garofalo. Dismissal proposed. Charges, carload 
of gasoline, Enid, Okla., to Jacksonville, Ill., not shown to have 
been unreasonable or unduly prejudicial. 


Fresh Peas 


No. 24278, Frederick Opolinsky & Son vs. Railway Express 
Agency, Inc. By Examiner Roy E. McKee. Rates, fresh peas, 
by express, Chicago, Ill., and Omaha, Neb., to New York, N. Y,, 
unreasonable to the extent they exceeded $1.53, minimum 18,000 
pounds, from Chicago subject to a stated refrigeration charge of 
$55.44 a car; and from Omaha to the extent it exceeded or may 
exceed $1.85, subject to a stated refrigeration charge of $62.37 
a car, minimum 18,000 pounds. Reparation of $674.17 and new 
rate from Omaha proposed. 


Bananas 


No. 24270, W. O. Anderson Commission Co. vs. A. T. & S.F 
et al. By Examiner Roy McKee. Rate, one carload, bananas, 
El Paso, Tex., to Topeka, Kan., unreasonable to the extent it 
exceeded $1.095. Carrier proposed to be authorized to waive 
outstanding undercharge amounting to $338.65. 


Fruits and Vegetables 


No. 23961, H. Americus & Co. et al. vs. Pennsylvania. By 
Examiner Frank C. Weems. Dismissal proposed. Track-storage 
charges, fresh fruits and fresh and green vegetables, carloads, 
at Pittsburgh, Pa., produce yards, applicable and not unreason- 
able or otherwise unlawful. 


T. & P. N. CONSTRUCTION 


A recommendation that the Texas & Pacific be permitted, 
through its subsidiary, the Texas & Pacific Northern, to con- 
struct that part of its proposed Panhandle-South Plains line, 
south of Brownfield and Lubbock, Tex., has been made by Exam- 
iner O. D. Weed in Finance No. 8448, Texas & Pacific Northern 
Railway Co. proposed construction. The record, Weed said, did 
not show convincing reasons for that part of the proposed line 
north of the two points mentioned. 

“The existing railroads,” said he, “provide convenient access 
to the most important markets and their service is supplemented 
by an extensive system of truck transport. The successful and 
prosperous farming shown by the record in localities where 
hauls of 10 or 15 miles are necessary indicates the lack of 
urgent necessity for further facilities of transportation in this 
territory.” 

The advantages of the part of the proposed line south of 
Brownfield and Lubbock to the territory to be served thereby. 
largely devoted to the production of livestock and dairy prod: 
ucts, Weed said, made such construction desirable. The part 
of the line southerly from Lubbock Junction to Brownfield, he 
said, would perhaps be the least desirable to the Texas & 
Pacific. That 14-mile stretch of railroad, however, he added. 
would give improved service to a thriving town and an im 
portant farming and dairying community. ; 

Nothwithstanding the objections to the present construction 
of the entire line, as sought, Weed said it was not improbable 
that a line along this general route might become reasonably 
necessary after there had been sufficient further development of 
the territory in question. Since such construction north of 
Brownfield was not thought to be justified on the present record. 
Weed said it seemed better not to prejudge the matter and com: 
promise the future, especially in view of the rapid expansion of 
highway transport and the intense rivalry between railroads 
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and the motor transport companies, the results of which might 
be much clearer within a few years. 

The application was for permission to build from a con- 
nection with the Texas & Pacific near Big Spring, Tex., north- 
westerly and northerly about 232 miles to a point two miles 
north of Vega, with lines connecting with the proposed railroad 
from Dimmitt to Amarillo, approximately 55 miles, and from 
a point 66 miles north of Big Spring to Lubbock, approximately 
46 miles, an aggregate distance of about 333 miles, in thirteen 
counties in and south of the panhandle part of Texas, formerly 
also called the Staked Plains, thereby connecting the panhandle- 
south plains section more closely with the parts of Texas 
served by the Texas & Pacific. The examiner said that the 
route of the proposed line appeared to have been well chosen 
to get the maximum amount of business and at the same time 
to aid the further development of the country. The part from 
Big Spring to Brownfield, he said, would be most useful to the 
public, as much of the country that would be served was far 
from existing railroads and the most-used routes from Lamesa 
and Brownfield were quite circuitous, since the Santa Fe 
branches to those points ran in the wrong direction, so far as 
concerned access to the important markets on the Texas & 
Pacific and in the southeast. 

The cost of construction was estimated at $12,770,000, di- 
vided as follows: Big Spring to Vega, $8,400,000; Lubbock 
Junction to Lubbock, $1,680,000, and Dimmitt to Amarillo, 
$2,690,000, with the Texas & Pacific financing it. 

Grant of a certificate was opposed by the Panhandle & 
Santa Fe, the Chicago, Rock Island & Gulf, the Fort Worth 
& Denver City and the Fort Worth & Denver South Plains. 
Texas and many corporations, civic organizations and individ- 
uals intervened in support of the proposition. The governor 
of Texas and the Texas commission recommended grant of the 
application. 

Weed specifically recommended grant of a certificate to 
build from Big Spring to Brownfield and from Lubbock to Lub- 
bock Junction and denial of the other parts of the application. 


EXCESS INCOME REPORTS 


Finance No. 3681, excess income of Collins & Glennville 
Railroad Co. Tentative determination by Commission, division 
1, that carrier has recapturable excess income of $1,759.24 for 
1925 and 1926, based on values of $190,000 and $185,000, re- 
spectively. No excess found for 1921, 1922, 1923, 1924 and 
1927. 

Finance No. 3919, excess income of the San Luis Central 
Railroad Co. Tentative determination by Commission, division 
1, that carrier has recapturable excess income of $24,322.93 for 
1925, 1926 and 1927, based on values of $170,000, $175,000, and 
$185,000, respectively. No excess found for last ten months of 
1920 and 1921 to 1924, inclusive. 


PASSENGER FARE REDUCTION 


The Commission, in I. and S. No. 3620, passenger fares be- 
tween Chicago and Twin Cities, has stopped a threatened fight 
among the railroads having lines between Chicago and the Twin 
Cities by suspending, for seven months from June 20, schedules 
of the Chicago Great Western and the Soo Line. The suspended 
schedules proposed a round trip excursion fare of $10 and 
reduced Pullman fares between Chicago, Forest Park and May- 
wood, Ill., on the one hand, and Minneapolis and St. Paul, on 
the other. The suspended schedules were intended to be effec- 
tive only from June 20 to June 22—a week-end affair. 

Protests were made by the North Western, the Milwaukee, 
the Omaha and the Burlington. The schedules were regarded 
at the Commission as evidence of a continuance of a dispute that 
had long existed between the direct lines and the indirect lines 
as to the relationship of passenger fares over the two sorts of 
routes. The Pullman fares were proposed to be reduced to $4 
for the round trip for one passenger in a lower berth and $2.25 
a person for two in a berth, with corresponding reductions for 
upper berths, the lowered fares being about one-half of the 
regular. 


HOCH-SMITH COTTON 


In No. 17000, part 3, Hoch-Smith cotton, a number of south- 
western carriers have asked the Commission to modify its 
report and orders in 165 I. C. C. 595. The carriers wish author- 
ity to apply from all origin points involved and located in the 
territory west of the Mississippi River to Gulfport, Miss., and 
Mobile, Ala., on cotton, the same level of rates prescribed for 
application between such origin points and points in the south- 
West, including river crossings, St. Louis, Mo., to New Orleans, 
La., and to apply between such origin points and Pensacola, 
Fla. when the rate-making distances are through Memphis, 
Tenn., rates no lower than those contemporaneously in effect 
between such origins and New Orleans, La., and when such dis- 
tances make through Mississippi River crossings south of Mem- 
phis, Tenn., rates no lower than contemporaneously in effect 
between such- origins and Mobile, Ala. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Con St. Pa: . oo Copyright, 
1931, by West Publishing 





LOSS OF OR INJURY TO GOODS 


(District Court of Appeal, First District.) Evidence held 
insufficient to show contract by auto stage company to trans- 
port passenger’s trunks shipped by freighter. 

The evidence showed that defendant’s agent communicated 
with steamship company and transfer company, advised plaintiff 
of approximate total cost of transporting trunks by steamship, 
and made arrangement to have transfer company call for trunks 
for conveyance to steamship company; that plaintiff delivered 
them to transfer company, whose representative prepaid charges 
and obtained bill of lading from steamship company, naming 
transfer company as shipper and plaintiffi as consignee, and 
delivered bill with statement of charges to defendant’s agent, 
who delivered it to plaintiff before her departure; and that plain- 
tiff accepted bill and paid charges to defendant’s agent, who 
turned over entire sum to transfer company.—Yorke vs. Pick- 
wick Stages System, 298 Pac. Rep. 831. 

Ship’s bill of lading, delivered to and accepted without ob- 
jection by consignee of trunks before her departure by auto 
stage, is presumed to constitute contract of carriage.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Galveston.) In action 
against seller and railroad for damage to hogs, evidence sup- 
ported finding consignee was real shipper, as regards necessity 
for procuring health certificate for hogs.—Little vs. Dickey Bros., 
38 S. W. Rep. (2) 388. 

Shipper, having failed to procure health certificate, could 
not recover against carrier of hog shipment for damages from 
absence of certificate. 

It was shipper’s duty to see that health certificate was pro- 
cured and furnished to carrier so that it might be attached to 
waybill, and, that not having been done by him, he could not 
recover against carrier any damage which he might have suf- 
fered because of absence of such certificate.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas. Galveston.) Telegraph 
company held not liable for failure to prompty deliver telegram 
announcing death; it not having notice that such relation ex- 
isted between recipient and deceased that recipient would suffer 
mental anguish by not receiving telegram in time to attend 
deceased’s funeral—Western Union Telegraph Co. vs. Gary, 30 
S. W. Rep. (2d) 393. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Di _ B. from Reperters and Digests of National Reporter System, 
. blished by i Weak Publishing on St. Pa Minn. Copyright, ™ 
1931, by West Publishine ) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Ohio, Hamilton County.) Original con- 
signee giving diversion order held liable for freight and demur- 
rage charges from diversion point to new destination, where 
consignee in diversion order refused shipment.—S. A. Gerrard 
Co. vs. New York, N. H. & H. R. Co., 176 N. E. Rep. 126. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from rters and Digests of National Reporter System, 


Repo 
published by West 1 ey Co. S St. Paul, Minn. Copyright, 
» by West Publishing Co.) 





(District Court, E. D. Wisconsin.) Evidence established 
that petitioner for limitation of liability was owner of ferry lost 
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and as such was entitled to benefit of law limiting liability. — 
The Milwaukee, 48 Fed. Rep. (2d) 842. 


(District Court, N. D. California, S. D.) Verbal agreement, 
exclusive of bills of lading, confirmed by letter rendering freight 
payable on delivery, held contract of affreightment, precluding 
recovery of freight charges, where cargo was lost at sea. 

Verbal agreement between shipper and water carrier which 
was confirmed by letter provided for stipulated freight charges 
per ton “gross weight delivered” and made freight payable 
“on receipt of weights” from port of destination. Printed forms 
of bills of lading covering shipments contained typewritten in- 
sertion in the margin, in one case, “freight as per agreement,” 
and, in the other, “freight as agreed.” Bills of lading contained 
printed clause that “said freight to be considered earned, lost 
or not lost,” but omitted freight rates——Toyo Kisen Kaisha vs. 
W. R. Grace & Co., 48 Fed. Rep. (2d) 850. 


(District Court of Appeal, First District, Division 2, Cali- 
fornia.) Evidence held insufficient to show contract by auto 
stage company to reatecinin passenger‘s trunks shipped by 
freighter. 

The evidence showed that defendant’s agent communicated 
with steamship company and transfer company, advised plain- 
tiff of approximate total cost of transporting trunks by steam- 
ship, and made arrangement to have transfer company call for 
trunks for conveyance to steamship company; that plaintiff 
delivered them to transfer company, whose representative pre- 
paid charges and obtained bill of lading from steamship com- 
pany, naming transfer company as shipper and plaintiff as con- 
signee, and delivered bill with statement of charges to defend- 
ant’s agent, who delivered it to plaintiff before her departure; 
and that plaintiff accepted bill and paid charges to defendant’s 
agent, who turned over entire sum to transfer company.—Yorke 
vs. Pickwick Stages System, 298 Pac. Rep. 831. 

Ship’s bill of lading, delivered to and accepted without ob- 
jection by consignee of trunks before her departure by auto 
stage, is presumed to constitute contract of carriage.—lIbid. 


PETITIONS FOR REHEARING, ETC, 


No. “e part 3, Cotton rate structure investigation and related 
cases. A. "& Ss. F., G. C. & S. F., and P. & S. F. ask modification 
report and ye * entered herein. 

No. 24362, Toledo Pressed Steel Co. vs. A. A. et al. 
ask Rag and/or bill for further particulars. 

19723, Consumers Plumbing Supply Co. vs. B. & O. et al., and 
No. 20842 (and Sub. 1), Morrison Supply Co. et al. vs. A. G. S. et al. 
Defendants ask rehearing and/or reconsideration by entire Com- 
mission. 

No. 20418, Spikes Bros. et al. vs. A. T. & S. F. 
ask rehearing and reconsideration. 

23030, West Virginia Brick Co. vs. Asheville Southern et al. 
Cc. & %. et al., defendants herein, -y a second petition, ask modifi- 
cation of order entered May 27, 1931 
0. 22450, Mississippi Vegetable Shippers’ Bureau et al. vs. A. & 
R. et al. and No. 22772, Southern Traffic Association et al. vs. L. & 
N. et al. Complainants, Southern Traffic Association, and other com- 
plainants ask rehearing and reargument before entire Commission 
upon matter of reparation sought to be allowed and collected in 
this proceeding. 

No. 22488, International Paper Co. vs. A. G. S. et al. and No. 
22489, Continental Paper & Bag Corporation vs. A. G. S. et al. Com- 
plainants ask for entry of order affording at least partial relief 
under Commission’s findings in said proceeding. 

No. 22418, Parlor City Lumber Co., Inc., vs. M. P. et al. 
plainant asks reopening for reconsideration on record, 

No. 23441, Western Burlap Bag Co. vs. N. Y. C. et al. Com- 
= asks that complaint be reinstated and rest for further 

ear ae 
22850 (and Sub. 1), Swift & Co. vs. A. & V. et al. Complain- 
ants Cc rehearing, reargument, or modification of decision and order. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al. De- 
fendants in official classification territory for reopening, reconsidera- 
tion by full Commission on record as made, and postponement of 
effective date of order. 

No. 21218, Leonard, Crossett & Riley, Inc., et al. vs. A. C. & Y. 
et al., and cases grouped therewith. Defendants and respondents in 
southern territory, ask for reopening, reconsideration, and reargu- 
ment and for postponement of effective date of order. 

No. 18100, E. W. Jackson vs. Michigan Central et al., and related 
cases. Defendants ask modification of Commission’s order in matter 
of tariff description of the commodity involved. 

No. 23159, Standard Oil Co. of Louisiana vs. T. & P. et al. The 
complainant, in a second petition, asks for reconsideration. 


Defendants 


et al. Defendants 


Com- 


LOUISIANA COURT DECISIONS 
There is no law compelling the governor to borrow money 
or sign a note, said the Louisiana Supreme Court in a decision 
denying a writ of mandamus sought by the Louisiana Public 


Service Commission. The Louisiana legislature, at the regular 
1930 session, enacted a law increasing the pay of the commis- 
sion members from $3,000 a year to $4,800, but did not include 
in the appropriations bill the increased amount. The special 
session following enacted a law authorizing and directing the 
governor and state board of liquidation to borrow $10,800 with 
which to pay the increase. Though the state board of liquida- 
tion voted to borrow the money, the governor refused to sign 
the note and the commission sought a writ of mandamus. 
The state supreme court, in another decision, held that the 
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Louisiana Highway Commission and Louisiana & Arkansas 
Railroad were without authority to enter into a contract cover. 
ing rates on amiesite, but that the rate should be prescribed 
by the Louisiana Public Service Commission after a public hear- 
ing. The highway body had entered into agreement with the 
railroad on freight rates on amiesite, a road-making material 
produced on the rail line, but the commission ordered a lower 
rate than agreed on, holding the contract rate too high. The 
high court upheld the commission’s authority, but decreed that 
a hearing should be conducted by that body before making a 
rate effective. 


THEFTS FROM INTERSTATE SHIPMENTS 


“A report has been received in the Department of Justice 
that Walter Miller, George L. Sullivan, and four others were con- 
victed in the United States court at Detroit on a charge of break- 
ing and entering a box car containing interstate shipments, and 
also receiving stolen interstate goods,’ says the department. 
“Sullivan was sentenced to three years in the Leavenworth peni- 
tentiary and a similar sentence was given to one other of the 
participants in the crime, while the others received sentences 
ranging from six months to a year in the Detroit House of Cor- 
rection. 

“A charge of conspiracy involving thefts from interstate 
shipments was made in the case of Arthur and Helen Overmyer, 
alleged to be receivers of stolen interstate goods, and 15 other 
participants in the crime of breaking into cars containing inter- 
state shipments in the northern district of Ohio at Toledo. As 
a result of investigations made by the agents of the bureau of 
investigation, in the department, nine of the defendants entered 
pleas of guilty in the United States district court at Toledo, and 
received sentences totaling 11 years and eight months and two 
were given a year’s sentence each, with two years probation sen- 
tences, each. Arthur and Helen Overmyer were charged with 
accepting and receiving the stolen interstate shipments and 
hiding them in a garage which they operated in Toledo.” 


SUSPENDED TARIFF RULE 


The Commission, by sixth section permission No. 106322, 
canceling sixth section permission No. 105321, has laid down a 
rule for the treatment of suspended tariff supplements in tariff 
publications made necessary by suspension orders. In addition 
to the matter required to be published in accordance with Rule 
9 (k) of Tariff Circular No. 20, the tariff publishing agents are 
authorized to insert the following: 

If this supplement is net canceled on or before (here insert date 
to which suspended) the effective date of the above described sus- 
pended schedule or schedules is hereby further postponed to the 
date upon which this supplement is canceled by a later supplement 
issued to this tariff, and the rates, charges, classifications, rules, 
etc., continued in force by reason of the order of suspension will 


apply during the period of suspension and postponement unless other- 
wise authorized by special permission or order of the Commission 


No supplement is to include more than one suspension case. 
The authority is subject to the condition that, after the disposi- 
tion of a suspension proceeding, the carriers or their agents, will 
file promptly, schedules making final disposition of the matter 
under suspension or postponement. 


CONDITION OF EQUIPMENT 

Class I railroads on June 1 had 170,165 freight cars in need 
of repairs or 7.7 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
was an increase of 4,164 cars above the number in need of repair 
on May 15, at which time there were 166,001 or 7.5 per cent. 
Freight cars in need of heavy repairs on June 1 totaled 119,955 
or 5.4 per cent, an increase of 2,062 compared with the number 
on May 15 while freight cars in need of light repairs totaled 
50,210 or 2.3 per cent, an increase of 2,102 compared with May 15. 

Class I railroads on June 1 had 5,910 locomotives in need 
of classified repairs, or 10.8 per cent of the number on line. This 
was a decrease of 219 locomotives below the number in need of 
such repairs on May 15, at which time there were 6,129 or 11.2 
per cent. Class I railroads on June 1 had 9,709 serviceable |oco- 
motives in storage compared with 9,519 on May 15. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period June 
8-14, inclusive, was 626,050, as compared with 613,815 cars the 
preceding period, according to the car service division of the 
American Railway Association. The surplus was made up as 
follows: 

Box, 274,149; ventilated box, 3,007; auto and furniture, 43,494; 
total box, 320,650; flat, 20,660; gondola, i te hopper, 111, 495; total 
coal, 234, 593; coke, 754; s. D. stock, 26,7 D. D. stock, "4,730; re- 
frigerator, 15,585; tank, 699; no Men gy 1,588. 

Canadian roads reported a surplus of 39,175 cars, made up 
of 34,500 box, 1,350 auto and furniture, 300 flat, 200 gondola, 
475 S. D. stock and 1,850 refrigerator cars. 
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CARRIERS ANSWER COMMISSION 


Following an all-day meeting at Chicago, June 24, of mem- 
bers of the three territorial committees of presidents of railroads 
appointed to prepare a petition for presentation to the Commis- 
sion, requesting an increase in freight rates, a resolution was 
unanimously adopted calling for the filing of a statement with 
the Commission June 25, in response to its order of June 19 
asking for certain specific information as to commodities to be 
excepted from the increase and other matters. 

The meeting was called by J. J. Pelley, president of the 
New Haven, chairman of the special committee of presidents 
representing the eastern group of railroads, and was attended 
by sixty or seventy railroad officials from all parts of the coun- 
try, including, in addition to members of the committees of 
presidents, members of the territorial traffic, law, and account- 
ing committees appointed in connection with the proposed in- 
crease in rates. 

No exceptions are to be made of specific commodities in 
the event the general increase in rates is granted, says the 
resolution. International and rail-and-water rates are to share 
in the full increases, concurrence of participating water car- 
riers having been obtained. Following the taking effect of the 
increased rates, if and when that comes about, experience has 
indicated, it is stated, revisions to meet competition and for 
other reasons may be necessary and such revisions will be 
made as soon as possible after the rates go into effect. 

A series of “whereases” prefacing the resolution call atten- 
tion to the “emergency” faced by the rail carriers and to the 
request of the Commission for further information, contained 
in its order in Ex Parte 103. The resolution follows: 


First, that a statement be filed with the Interstate Commerce 
Commission in accordance with the provisions of its order by the 
respective chairmen of the special committees who signed the orig- 
inal petition, advising the Interstate Commerce Commission that all 
steam railroads in the United States are prepared, if the authority 
sought in the application is granted, to make effective increases of 
all existing freight rates and charges, of the measure proposed in 
the said application, which proposes that the carriers be permitted 
to increase all freight rates and charges, including joint rail-and- 
water rates and charges, 15 per cent, with such adjustments in the 
case of coal, coke, and certain other commodities as will preserve 
existing differentials; 

Second, that the Interstate Commerce Commission be advised 
that it is not proposed to make any specific exceptions on any com- 
modities and that the carriers are prepared to make increases of 
the measure proposed in all existing rates on grain and grain prod- 
ucts, cotton, other agricultural and horticultural products, including 
live stock, nonferrous metals, iron and steel articles, petroleum and 
its products, lumber and automobiles, and in all existing class rates, 
in the manner stated in said statement and application—namely, 
that, as to freight traffic, generally, this increase be permitted to 
become effective by the use of percentage supplements; that as to 
coal, coke and certain other commodities, specific tariffs complying 
with the ordinary requirements of tariff publication be filed. 

Third, that the Commission be advised that it is proposed to 
increase by 15 per cent all international rates and charges; 

Fourth, that the Commission be advised that the application is 
tendered with the concurrence of the water lines participating in 
~ shgataaaa rates and the increases are sought in rail-and-water 
rates; 

Fifth, that the Commission be advised that experience has shown 
that, where any general change in the entire rate structure of the 
country is authorized and becomes effective, it has subsequently been 
found to be necessary to make changes and readjustments, in some 
instances reductions to meet competition and other situations. Such 
changes, where found necessary, will be made as promptly as pos- 
sible after the proposed increased rates, if approved by the Commis- 
sion, become effective. 

Sixth, that the committee of executives heretofore appointed 
proceed to make answer to the Commission’s order in accordance 
With this resolution. 

The petitioners are advised and believe that the foregoing reso- 
es fully answers the inquiries contained in the order of the Com- 
mission. 


The resolution was signed by J. J. Pelley, chairman, special 
committee of presidents representing the eastern group; H. A. 
Scandrett, chairman, special committee of presidents represent- 
ing the western and mountain-Pacific groups, and W. R. Cole, 
chairman, special committee of presidents representing the 
southern group. 





Washington, D. C.—The Commission’s first order pertaining 
to the move of the railroads for an increase in freight rates 
called on them to make their application more definite. This 
action puts the next move in this increased rate proceeding on 
the carriers. 

The order was issued in Ex Parte No. 103, in the matter of 
Proposed increases in freight rates and charges. That is the 
title of the case. The staff of the Commission, theretofore, had 
called the proceeding No. 24520, on the formal docket. The use 
of Ex Parte No. 103 by the Commission in its first order in the 
Matter results in the substitution of that number for the one 
first used. The order of the Commission follows: 

The Commission, having before it the ‘‘statement and application 
of the steam railroad carriers of the United States,” signed by J. J. 


Pelley, chairman, special committee of presidents representing the 
eastern group; H. A. Scandrett, chairman, special committee of presi- 
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dents representing the western and mountain-Pacific groups; and 
W. R. Cole, chairman, special committee of presidents representing 
the southern group, hereinafter termed the petitioners. 

It is ordered, that the statement and application of the petition- 
ers be received and filed, be docketed and be entitled as in the cap- 
tion of this order; and that the same be set for hearing as the 
Commission may hereafter order. 

It is further ordered, that any steam roalroad carrier which 
desires to avail itself of the benefit of the petition filed by the pe- 
titioners in their representative capacity shall cause its written ap- 
pearance to be entered with the Commission, through its officer or 
attorney thereunto duly authorized, or by a registered practitioner 
before the Commission. 

It is further ordered, that any other carriers by railroad or by 
water may in like manner cause appearances to be entered for the 
purpose of becoming parties to this proceeding. 

The Commission having in mind the fact that the carriers are 
equipped with traffic departments whose duty it is, among other 
things, to keep fully informed in regard to industrial and competitive 
conditions in the districts served by their lines and the ability of the 
traffic to bear existing or higher freight charges, and assuming that 
no increases in freight rates would be initiated which, in the opinion 
of those departments, the traffic cannot reasonably bear or which 
for any other cause hold forth no substantial promise that revenue 
will thereby be increased, and being of the opinion that it is of 
prime importance, under present conditions, that industries and 
shippers should not find it necessary to participate in proceedings 
before the Commission with respect to freight rates, if any there be, 
which the carriers do not in fact intend to increase even though 
the authority sought be granted. 

It is further ordered, that within fifteen days from this date the 
petitioners or the carriers for which they speak, shall file with the 
Commission their statement whether (1) they are prepared, if the 
authority sought in the application is granted, to initiate increases 
of all existing freight rates of the measure proposed in their applica- 
tion; (2) or if not, what speciiic exceptions they propose to make, 
and particularly whether they are prepared to make increases of the 
measure proposed in all existing rates on grain and grain products, 
cotton, other agricultural and horticultural products including live- 
stock, non-ferrous metals, iron and steel articles, petroleum and 
its products, lumber, and automobiles, and in all existing class rates; 
and if not what exceptions as to these rates they propose to make. 

It further appearing that the application seeks authority to in- 
crease all rail-and-water rates, as well as all rail rates, and it being 
uncertain from the application whether it is proposed to increase 
any international rates. 

It is further ordered, that the petitioners within fifteen days from 
this date state whether the statement and application of the steam 
railroad carriers of the United States as filed by them is intended 
to apply to any international rates, and whether it is tendered on 
behalf of or with the concurrence of the foreign rail lines, and also 
whether it is tendered with the concurrence of the water lines and 
carriers participating in rail-and-water rates. 


The impression at the Commission, generally speaking, was 
that the answer of the railroads to the inquiry parts of its order 
was responsive thereto, except as to concurrence or non-con- 
currence of foreign rail lines. Absence of any statement or 
comment about the direction to railroads to file individual ap- 
pearances at first created the impression that that was an ig- 
noring of the order in that respect. Later it was pointed out 
that this was addressed to railroads individually and that re- 
sponses could not be made by the committee of presidents. 

The thought was general that the answer put on the Com- 
mission the duty of making the next move. 


Declaration by the carriers that they intended to make 
increases on all commodities and later make adjustments, was 
taken as creating a definite issue on which the rate body could 
act, but that this meant that the Commission would have to 
take testimony from every affected class of shippers that might 
desire to be heard, because every rate would be affected. 

By the time the commissioners had read the answer the 
belief was general that they would take the next step in a 
short time. 

All that part of the Commission that expects to have any- 
thing to do with hearing and disposition of Ex Parte No. 103, 
in the matter of proposed increases in freight rates, was curious 
as to the course the railroads would take in respect of the Com- 
mission’s order directing them, in substance, to be more specific 
about their application for a 15 per cent increase in freight 
rates. The curiosity went to the extent of wonder whether the 
railroads would make answers within less than the fifteen days 
allowed for the making of answers. 


A thought among some of the Commission men was that the 
railroads would retort that their desire is for authority to make 
a 15 per cent increase on all commodities as quickly as possi- 
ble and then proceed without delay to remove commodities 
unable to bear higher rates from the list of those required to 
carry higher rates. Such an answer might be deemed as cre- 
ating an impasse between the Commission and the railroads. 
However, there was a thought that if the railroads took that 
position the Commission would dispose of the issue by saying 
that it was not enough, even under section 15a, to show the 
need of more revenue to bring into play the mandate of taht 
section to initiate rates calculated to yield a fair return. 


In the informal discussion provoked by the Commission’s 
order it was pointed out that section 15a contains a limited 
mandate, and not, as has sometimes seemed to be the thought 
of writers, an unlimited direction to initiate rates calculated to 
give a fair return. 

“In the exercise of its power to prescribe just and reason- 
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able rates,” says section 15a, “the Commission shall initiate, 
modify, establish or adjust such rates so that carriers as a 
whole,” etc., ‘will earn an aggregate annual net railway operat- 
ing income equal, as nearly as may be, to a fair return.” Some 
commissioners, if not all, it is known, lay particular emphasis 
on the first twelve words of the section. They think the com- 
mand to initiate rates can never be pleaded by the railroads 
except in connection with a specific showing that the rates sug- 
gested by them would be just and reasonable. Therefore they 
argue that a showing of the need for more revenue is but one 
part of the showing the railroads must make so as to have ade- 
quate ground upon which to base a demand that the Commis- 
sion initiate rates calculated to give a fair return. 

Speculation as to the part of the order directing each carrier 
desiring the benefit of the general petition filed by the com- 
mittee composed of Messrs. Pelley, Scandrett and Cole to make 
an individual appearance ran to the effect that the Commission, 
in that way desired to bring out the fact with regard to reports 
that the Santa Fe and the Southern, in particular, were opposed 
to the move made by the executives. The weight of thought 
among the commissioners, on that point, seems to be that even 
the railroads reported as doubting the wisdom of the proposal 
to increase rates will enter their appearances. In other words, 
that no division of opinion will be shown as a result of that part 
of the Commission’s move. 

A suggestion in connection with the part of the order in 
which cotton, grain and grain products, other agricultural and 
horticultural products including livestock, iron and steel articles, 
petroleum, automobiles and so forth, are mentioned is that the 
Commission desires to know whether the railroads have decided 
that the recent reductions made by them on many of the articles 
mentioned were unwisely made. At the time the order was 
put out the carriers had before the Commission applications for 
reductions on a number of the specified commodities, particularly 
the short haul rates on iron and steel articles. Another sug- 
gestion is that the Commission also wishes to be advised 
whether the rail-and-water lines that have cut their rates on 
some commodities have come to the conclusion that it was a 
mistake for them to have done so. 

Shipper representatives in Washington reacted favorably to 
the move by the Commission to have the carriers name the com- 
modities on which they proposed to take increased rates if per- 
mitted by the Commission. Unless the carriers specified the 
commodities on which they desire an increase, it was suggested, 
every shipper would have to be represented at the proceedings 
on the theory that the commodities in which he is interested are 
to be subjected to increases. No such expense, it is suggested, 
will be placed on shippers who can be told beforehand that 
their commodities will not be included in the list of articles to 
pay higher rates. 

Representatives of the state and federal commissions met 
June 20 to discuss the handling of the proceeding on a coop- 
erative basis, as has been done in other general proceedings. 
The state commission’s committee on cooperation decided it 
would recommend to the state commissions that they cooperate 
in the proceeding and select a committee of state commission- 
ers to act with the federal commission. The state commis- 
sioners who attended the conference were William D. B. Ainey, 
of Pennsylvania; Amos A. Betts, of Arizona; Paul A. Walker, 
of Oklahoma; and Ben C. Larkin, of North Dakota. Chairman 
Brainerd and Commissioners’ Eastman and Porter discussed 
the matter with the state commissioners. John E. Benton, 
general solicitor of the state commission association and mem- 
ber of the committee on cooperation, attended the conference. 





Protest and Approval 


Secretary of Agriculture Hyde, in an address at Indianap- 
olis Thursday night before the State Board of Agriculture, re- 
ferred to the petition of the railroads for an increase in freight 
rates. Said he: 


Incidentally I venture to hope that, in the consideration of the 
appeal of the railroads for higher freight rates, the Commission will 
take into consideration the fact that, while the revenue of the rail- 
roads dropped 16 per cent last year, the revenue of the farmers 
dropped 20 per cent; that farm prices are down to pre-war levels, 
while freight rates are relatively high; that, with many products, 
taxes, manufacturing costs, and railroad rates can be passed on to 
the consumer, but that the farmer cannot pass his costs on. 

I have no right to speak for the Commission and I do not pretend 
to do so, but I have a feeling based on its order of reduction of 
agricultural and horticultural rates a few months ago that the Com- 
mission understands and sympathizes with the needs and plight 
of American agriculture. 


In an interim report submitted by its committee on internal 
trade and improvement of the Chamber of Commerce of the 
State of New York approval is given to the petition of the rail- 
road companies asking the Commission for an increase of 15 per 
cent in freight rates. As the chamber will not resume its for- 
mal sessions until the first week in October, definite action will 
be postponed on the report until that time. 
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The report states that the railroads face an emergency simi- 
lar to that of 1920 and are entitled to prompt relief. 

“Everyone will admit,” says the committee, “that ordinarily 
a time of depression is not a time for increasing the costs of 
anything. It is fair, however, to recognize the fact that the 
railroads of this country have, under the regulation to which 
they have been and necessarily must be subjected, not had 
opportunity to capitalize to the full the opportunities afforded 
by prosperous times to unregulated industry and commerce for 
the realization of large profits and the creation of substantia] 
reserves, such as those possessed by most of our great corpora- 
tions. 

“Nor must it be forgotten that of the freight rate increases 
rendered necessary by the war, by the great increase in labor and 
material costs a large part—probably on the average of 35 per 
cent—has now disappeared as a result mainly of reductions fol- 
lowing orders of the Interstate Commerce Commission.” 

The Northwestern Lumbermen’s Association, Minneapolis, 
Minn., by Irwin Huseby, traffic manager, has asked the Com- 
mission to refuse to consider any proposal to increase the trans- 
portation charges on lumber and building materials “in the 
interests of thousands of people in the United States who are 
dependent upon those commodities for their livelihood.” Mr 
Huseby said the association spoke for approximately 2,500 mem- 
ber lumber and material dealers. He said the industry was in 
a bad condition as the result of the depression and that lumber 
and building materials were now bearing a greater share of the 
transportation burden than they should and that the railroads 
could not increase their revenue from those commodities by 
increasing the freight rates. Under the present rates, said he, 
three-fourths of the delivered price of lumber from the north 
Pacific coast consigned to points in the northwest consisted of 
transportation charges. Rates on lumber and building materials 
should be reduced rather than increased, said the association 
which contended that consumption of those products would be 
encouraged thereby and increased tonnage and revenue to the 
railroads would result. 

Carl Williams, acting chairman of the Federal Farm Board, 
asked about the move of the railroads for higher rates, said that 
about the most unpopular thing to the farmer was _ proposal 
for an inerease in freight rates. He said he was not commenting 
on the justification for the move of the roads. He said, how- 
ever, the farmers felt that rates should be reduced rather than 
increased and that he thought there was support for their view 
of the matter. 

Communications in opposition to the proposal of the rail- 
roads for a 15 per cent increase have been received by the 
Commission from John Starkey, Rochester, N. Y.; E. H. Bo- 
gardus, general traffic manager, Caruso, Rinella, Battaglia Co, 
Inc., Schenectady, N. Y., against increase on fruits and vege- 
tables; Schwartz Bros., Columbus, O.; John M. Gunn, Peerless 
Basket Co., Cuthbert, Ga. (letter to Senator Harris, of Georgia, 
transmitted to the Commission); Plainville Brick Co., Inc., 
Plainville, Ga.; Most Bros., Philadelphia, Pa., dealers in cotton 
and woolen rags; W. H. Ward, Los Angeles, Calif.; J. G. Prue- 
her, Bloomer, Wis.; A. Riker, credit manager, J. L. Sommer 
Manufacturing Co., Newark, N. J.; James T. Disney, president, 
Murphys Hotel, Richmond, Va.; the Gus Kohn Co., Richmond, 
Va., hides, skins, furs, etc.; James T. Carter, Efferson Lumber 
Co., Lynchburg, Va., and J. Charles Phelps, traffic manager, 
North Carolina State Highway Commission. 

H. J. Luhn, secretary of the Texas Ports Association, said 
that the railroads were suffering enormous losses through op- 
eration of rail-water terminal facilities, such fosses being ab- 
sorbed in line-haul revenue, and that these losses should be 
eliminated before any consideration be given to plea for in- 
creased rates. 

G. F. Holsinger, executive secretary of the Agricultural 
Conference Board of Virginia, submitted a protest against in- 
creases on farm products and fertilizers, on behalf of many 
Virginia farm organizations. 

The board of directors of the Philadelphia (Pa.) Chamber 
of Commerce transmitted to the Commission a resolution in 
favor of the increase asked by the carriers. 

Lawrence Ottinger, president of the United States Plywood 
Co., Inc., of New York, N. Y., advised the Commission that his 
company paid half a million dollars a year in freight charges, 
but that he believed an increase in rates was absolutely neces- 
sary to reestablish sound economic conditions and that his 
company was more than willing to bear its share of the increase. 

John F. Kruse, of Philadelphia, Pa., wrote that he was for 
the increase, as he had invested his life’s savings in railroads. 

Others recording themselves in favor of the increase were 
Tom Pankey & Co., investment bankers, Birmingham, Ala., and 
Alfred Adams Young, Springfield, O. ; 

Fraser M. Moffat, president of the Tanners’ Council ol 
America, New York, N. Y., urged the Commission not to act 
without a regular hearing and investigation. 
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The Railroad Commission of California wired that granting 
the carriers’ petition would seriously affect shippers and in- 
terests in California and urged that no ex parte action be taken. 
It said it would submit its views later. 

William Comerford, jeweler, Buffalo, N. Y., suggested that 
the increase be granted on condition that the railroads establish 
a six-hour day. He said establishment of a six-hour day would 
provide employment for a large number of men and increase 
consumer demand. 

William Simpson, of Ventnor, N. J., said that if the de- 
pression came to an end before winter, rates could be increased 
and that salaries above $2,000 should be reduced. He also said 
busses and trucks should be taxed properly. 

Representative Patman, of Texas, opposing the proposed 
increase, said he believed an investigation would disclose that 
railroad executives owned the corporations that furnished the 
railroads their principal supplies and that prices and rates had 
been kept up through this interrelationship. He asked permis- 
sion to appear personally before the Commission in opposition 
to the proposed increase. 

The directors of the National Fruit and Vegetable Exchange, 
Inc., organized by cooperative commodity marketing associations 
throughout the country to centralize the national merchandis- 
ing of fruits and vegetables controlled by cooperatives, accord- 
ing to a statement issued by the Federal Farm Board, “have 
taken notice of the recent request by railroads for a horizontal 
increase in freight rates and recognizing the important relation 
of this proposal to the welfare of fresh fruit and vegetable 
industry have appointed a special committee to deal with the 
matter.” 

Edward Hayne, of the Edward Hayne Supply Company, 
Ottawa, Ill., in a letter to the Commission, said: “If you want 
to close up all business houses, factories, and all farms, just 
raise freight rates.” 

Cc. W. Miller, of the Miller-Wells Lumber Company and 
Hickory Clay Products Company, Cleveland, O., told the Com- 
mission in a letter that rates should be lower—not higher. 

Cc. C. Burns, of Elizabethtown, N. C., wrote the Commission 
that there should be “a general reduction in enormous salaries 
paid officials or some other plan worked out to cut down the 
overhead expenses in order to save the country another death- 
dealing blow of increased freight rates.” 

G. E. Prater, manager of the Wolverine Fruit & Produce 
Exchange, Grand Rapids, Mich., advised the Commission that 
fruit and produce were now bearing an unjust burden with 
respect to transportation charges. 

An increase in freight rates will not help the railroads, 
according to T. A. Gruber, Mansfield. Q. 

The Holbrook Manufacturing Company, of Jersey City, N. J., 
soap makers, by Stanton M. Smith, treasurer, advised the Com- 
mission it wished to file its protest against any advance in 
freight rates until such time as the railroads eliminated the 
waste and expense incurred in free lighterage, free storage in 
warehouses, free storage on sidings and storage at less than 
cost. 

Senator Brookhart, of Iowa, sent a telegram to the Com- 
mission protesting against the carriers’ application for a 15 
per cent increase. He said extortionate railroad rates, since 
1920 had contributed largely to the nation-wide depression in 
agriculture and other business. He said the 2.24 per cent return 
“alleged and computed by the railroads as their present level of 
earnings is not upon a fair valuation.” He said the 5% per 
cent return was excessive and should be reduced to the level 
of the average net income of all capital in the United States, 
which would be below 4 per cent. 

“The threat of the railroads to reduce wages in connection 
with this demand for increased rates is unwarranted and upon 
a principle not different from the threats of the racketeers and 
should receive no consideration by the Commission,” said he. 
“TI therefore ask that this demand for increased rates be sus- 
pended until a full investigation of these questions can be had 
and that upon full hearings the valuations of the railroads be 
reduced to correspond with present conditions and that the rate 
of return be reduced below 4 per cent. I ask that this telegram 
be filed with the Commission as part of an answer and reply 
to the petitions of the railroads.” 


The Public Service Commission of Kansas, by J. W. Green- 
leaf, chairman; Thurman Hill, and Charles W. Campbell, tele- 
graphed the Commission a protest against “any procedure what- 
ever which does not contemplate a full opportunity on the part 
of this commission and the shipping public to present whatever 
evidence and arguments may be proper in opposition to the 
carriers’ proposal. We call your attention to the fact that the 
economic condition of the agricultural interests is far more 
serious than that of the railroads and no alleged emergency 
as to the railroads should be accepted as a reason for denying 
agricultural interests the fullest opportunity to be heard, and 
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in this connection it is further urged upon your Commission 
that such full hearing demands hearings at more than one 
point.” 

B. F. Ott, Tower Magazines, Inc., New York, N. Y., tele- 
graphed a protest against the carrier proposals. 

Aubrey Milam, president of the Georgia Fruit and Produce 
Association, Atlanta, Ga., urged that fruits and vegetables be 
exempted from any increases. The Fruit and Produce Jobbers 
of Augusta, Ga., wired a similar protest. , 

Walker Wilson, traffic manager, Cosden Oil Company, Fort 
Worth, Tex., wired the Commission that company’s opposition 
to increased rates, particularly as to refined petroleum and its 
products. 


New York Indorses Advance 


The Merchants’ Association of New York announced June 
21 that, by unanimous action of its board of directors, taken 
after a careful study of the whole subject by its committee on 
transportation, it had indorsed the principle of a “reasonable 
advance in freight rates.” 

This action was taken because in the judgment of the mem- 
bers of the committee on transportation and the directors, 
“such an increase at this time would not only safeguard railroad 
securities but would also increase the purchasing power of the 
railroads and would thereby tend to increase manufacturing 
and employment.” In giving its indorsement to the principle 
of increased freight rates the association reserved the right to 
protest against any method of increase that would tend to upset 
the competitive relationship of New York and competing com- 
munities and that might, therefore, adversely affect the “trade 
and welfare of New York.” 

The report of the committee on transportation on which 
the directors acted was written June 3, before the railroads 
had filed their specific application with the Commission for a 
15 per cent increase. The directors acted June 18, after the 
application had been filed. 

In upholding the adoption of the report, which indorses 
the “principle” of an increase, Thomas J. Watson, newly elected 
president of the association, said: 


The railroads represent a considerable amount of buying power 
and what we need in this country today is a release of that same 
buying power. 


The report adopted by the association reads as follows: 


Your committee on transportation has been advised of the in- 
tention of the railroad executives to seek an increase in freight rates 
for the purpose of restoring railroad credit and maintaining railroad 
bond issues as proper investments for certain financial institutions 
and trustees of estates. 

Your committee is fully aware of the present condition of busi- 
ness generally, but it recognizes that the welfare of the commercial 
interests and of the transportation interests is so interwoven that 
what is injurious to one must of necessity be injurious to the other. 
It further recognizes the fact that the railroads of the United States 
are in the aggregate the greatest consumers of many of our chief 
products and that the vast army of railroad employes, many of whom 
have been laid off on account of the present business depression, are 
likewise great consumers. 

The railroad executives assert they are under the necessity of 
increasing their revenue if their present service is to be continued, 
their credit maintained and their securities recognized as proper 
investments for savings banks, insurance reserves, trustees of estates, 
and the investing public that now own a large volume of such secur- 
ities. This, the railroad executives assert, can only be done through 
an_ increase in freight rates, as they have made many substantial 
reductions in their expenses and have about reached the limit in that 
direction. The only remaining substantial reduction’ that can be made 
in operating expenses is a reduction in the wages paid railroad em- 
ployes and it is felt that that step should be adopted only as a 
last resort. This is in accord with the position taken by business 
—— generally and is supported by the administration at Wash- 
ngton. 

Your committee recommends that the association give its support 
to the prinicple of a reasonable advance in freight rates, for the rea- 
son that it is believed that such an increase at this time would not 
only safeguard railroad securities but would also increase the pur- 
chasing power of the railroads and would thereby tend to increase 
manufacturing and employment. 

Necessarily the carriers will have to apply to the Interstate 
Commerce Commission for permission to put in effect any general 
increase in rates and the Commission may be relied upon fairly to 
weigh the evidence submitted by the carrieys and thus protect the 
interest of the shipper. 

Your committee realizes that any percentage advance in rates 
will result in certain maladjustments not only with respect to import 
and export rates but also with respect to the relationship of competing 
communities and while it is the recommendation of your committee 
that the association do all in its power to facilitate an improvement 
in railroad credit, it should reserve the right to protest against any 
method of increase that will adversely affect the trade and welfare 
of the Port of New York. 


In asking the Commission to keep him advised of the pro- 
ceedings in the increased rate case, W. H. Chandler, manager 
of the transportation department of the Merchants Association 
of New York, said that while his organization “desires that 
railroad securities be not jeopardized as investments of sav- 
ings banks, trustees and insurance companies, it has decided 
views as to how the increased revenue should be secured.” 

Letters in support of the carriers’ petition were received 
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C. & O.-Land 
Offers Industry 
Many Economical |= 
Advantages 


All factors combine to make the Chesapeake and Ohio territory ideally suited taped 
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manufacturers who are seeking locations that offer the benefits of both lower pro 


duction costs and better distribution facilities. 


In C. & O.-land—the vast territory between the Central West and the Central Atlanti 
Coast—you will find such important economical advantages as: 


7. Low-priced fuels. From 55 to 60 million tons 
———— of coal are mined annually 


in the C. & O. territory. This includes the best grades 
of high and low volatile bituminous coal for domestic, 
steam, by-product and coking purposes. 


Natural gas and superior grades of fuel oil are also 
available in many sections at exceptionally low rates. 


9. Cheap electric power. Throughout C. & O.- 


land, abundant elec- 
tric current is available at the minimum cost per unit. 
Large interconnected systems make the supply depend- 
able. Because of low fuel costs, large industries can 
generate their own power economically. 


3. Raw materials available, Within this area 
a mony taportient 
raw materials are right at hand—minerals, chemicals, 


quarry and forest products. Also available are most ¢ 
the semi-finished products used in manufacturing. 


Ideal atmos 


4. Favorable working climate. : : 
Hh er Cone 


tions prevail in all portions of C. & O.-land. Climata 


never reaches the extreme of heat or cold experienced 


further South or North. Conditions vary somewhat, of 


course, with altitude and geographical position. 


- The experience 
5. Efficient American labor. Fak heel 


small manufacturing interests demonstrate that the labo 
market in this territory compares most favorably with an 
in other sections. 


Population is from 95 to 99 per cent American. Ample 
skilled labor has been trained by industries long est” 
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dacd in this territory and the outlying districts supply C. & O. territory enjoys the benefits of central geographic 


t 
yndable unskilled labor. location. The C. & O. railway lines are linked up with 
ro — other great transportation systems, permitting quick 
of living in C. & O.-land is low. movement of goods to all parts of the country. 
ati —_— transportation facilities. All i In C. & O.-land you can assemble raw materials without 


delay and distribute finished products with equal 
pve advantages are enhanced by the fact that the dispatch. 







ny manufacturer whose plans for the future call for production and distribution 
the greatest economical advantage will do well to investigate the possibilities of 


C. & O. territory. 
mplete information will be gladly furnished. 


George D. Moffett, Industrial Commissioner, 
The Chesapeake and Ohio Railway, Richmond, Virginia 
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Los Angeles, Cal.; J. I. Morris, telegraph 
Moses Tanenbaum, I, Tanen- 


from H. R. Major, 
operator of the Illinois Central; 
baum Son & Co., New York. 

Additional protests came from W. E. Gunn, manager Gunn 
Coal Mining Co., Middlesboro, Ky.; Charles K. Parry & Co., 
lumber, Philadelphia, Pa.; A. C. Estep, the Whitacre-Greer Fire- 
proofing Co., Waynesburg, O., who said increases would keep 
his company out of certain eastern markets; Florida Citrus 
Exchange, Tamp, Fla.; A. L. Bacarisse, traffic manager F. W. 
Heitmann Co., Houston, Tex.; Frank J. Woodard, Owosso 
Casket Co., Owosso, Mich.; Ben C. Marsh, The People’s Lobby, 
Washington, D. C.; H. E. Peek, West Tennessee Truck Market- 
ing Association, Humboldt, Tenn.; J. T. Grant, Rolfe, Ia.; H. G. 
Felger, Eagle Grove, Ia. 

“Do not rock the cradle of revolution by further burdening 
the farmers with higher freight rates,” wrote Virgil Gillespié, 
grower and shipper, Spokane, Wash. 

Charles R. Adair, Adair Abstract Co., Flint, Mich., wrote: 
“If you want to see a cavalcade of 10,000 automobiles filled with 
men move toward Washington, for I can assure you that the 
people are getting desperate, just make a move to increase this 
freight rate. The American republic is now a tinderbox and all 
that it needs is a match to set it off.” 

W. R. Barnes, 76 Fifth Avenue, New York, N. Y., said he 
would be willing to stand a small increase in rates if railroad 
labor would accept a small reduction in wages. Hé aso urged 
establishment of store door delivery by the railroads to relieve 
the shipper of “racketeering” and trucking expense. 

Edward W. Carus, of Carus Chemical Co., La Salle, Ill., said 
if rates were increased, his company would be forced to use 
trucks more than it had used them. 

Thomas Francis, Waterbury, Conn., said railroad wages 
should be reduced 10 per cent—-that railroad workers were over- 
paid. 

Bertrand Shadwell, writing from Lucerne, Switzerland, said 
limiting the speed of auto vehicles to 30 miles an hour would 
aid the railroads. 


Application, if Serious, Is Absurd 


J. H. Johnston, traffic manager, Oklahoma Cottonseed Crush- 
ers’ Association, sent the following telegram to President 
Hoover, under date of June 20: 


If the application of the carriers for increased freight rates is 
to be taken seriously and not as an outstanding argument against 
government competition in operating inland waterways and con- 
tributing federal funds to build highways for almost free use by 
rompeting trucks, then we want to earnestly and vigorously protest 
guch increase as being the most absurd proposition ever suggested 
by the carriers in their own behalf and the most unjust to the in- 
terior shippers whose sole dependence is in rail transportation. 

On June 23 the War Department opens a hearing in Fort Worth, 
Tex., for the consideration of the canalization of the Little Trinity 
River at a huge expense to the government and its citizens for the 
sole purpose of further reducing freight rates 20 per cent. What a 
howling farce—taxing all of the people to grant a few a mess of 
pork in the expenditure of the appropriation and a 20 per cent re- 
duction in freight rates and then saddle not only the cost of the 
s0-called improvement but the resulting railroad earnings deficit on 
the backs of the already overburdened inland shippers by the addi- 
tion of a 15 per cent increase. May we suggest the getting together 
in Washington of a few congressional leaders, the War Department, 
and the Interstate Commerce Commission limited to a strict diet 
pf brain food. dl 


Justus Collins, Charleston, W. Va., sent to the Commission 
letters to J. J. Bernet, president of the Chesapeake & Ohio, and 
others protesting against an increase in rates on coal. 

“If it were not for the busses and the trucks and the pri- 
vately owned autos, the people of this country would not be 
nble to live, visit their sick or bury their dead if they happen 
to pass away from their homes,” said W. A. Davis, Colorado 
Springs, Colo., real estate, in a letter of protest. 

Cut wages and quit playing golf is the advice in effect 
fiven to rail officials by C. B. DeLong, coal dealer of Champaign, 
fll. He said the first thing the rail officials did was to whimper 
“and ask you folks to increase the rates and then go and play 
golf. And the next morning cut the wages of section men and 
put in two or three more vice-presidents, and the next afternoon 
run a special train from Chicago to Mattoon and play some 
more zolf.” 

C. Thorpe, general managér of the California Walnut 
Growers’ Association, wrote a letter of protest, in which he said 
increased rates would drive business to the competitors of the 
railroads. He believed the railroads were “the victims of their 
pwn mismanagement, and rather than push the burden on the 
people, they might first wisely consider cleaning house, and 
getting down to a business basis.” 

George H. Van Arnam, president of the Van Arnam Manu- 
facturing Company, Fort Wayne, Ind., protesting, said railroad 
employes were better paid than many employes in other occupa- 
tions and that as he understood, the only plea for an increase in 
rates was that the railroads might continue to pay “these old- 
time higher wages.” 


Abraham Cohen, real estate, Chicago, Ill., wrote he thought 
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it would be a blessing if the petition of the carriers were granted 
immediately—that this would bring prosperity. 

Other protests were received from O. W. Uhrich, Uhrich 
Millwork, Ltd., Independence, Kan.; H. G. Miller, C. W. Miller 
Company, packers, Newark, O.; Harvey C. Adams, president, 
Danville Brick Company, Danville, Ill.; A. R. Foley, president, 
Export Cooperage Company, Memphis, Tenn.; L. D. King Lumber 
Company, Evergreen, Ala.; H. G. Fields, commissioner third 
district, Farmerville, La.; the Wellsville China Company, Wells- 
ville, O.; Vernon V. Keck, Citizens’ Lumber Company, Washta, 
Ia.; E. M. Bonner, Atlas Lumber Company, Cincinnati, O.; M. H. 
Rothert, Camden Furniture Company, Camden, Ark.; W. F. 
Morris, Jr., vice-president, Weirton Steel Company, Pittsburgh, 
Pa., against increases on raw materials used in manufacture 
of iron and steel such as ore, coal, limestone, etc.; California 
Vegetable Union; and W. H. Borman, Farmers’ Grain and Stock 
Company, Freeman, S. D. 

Letters in favor of an increase in rates were received from 
Ralph Gossett, Greenville, S. C., and Charles H. Collins, Wash- 
ington, D. C. 

A. B. Alpirn, Omaha, Neb., suggested that the solution of 
the railroad problem lay in regulation. of truck transportation. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 13 totaled 
732,453 cars, according to the car service division of the Ameri- 
can Railway Association. This was a decrease of 28,437 cars 
below the preceding week this year and a reduction of 193,613 
below the corresponding week last year. It also was a reduc- 
tion of 337,217 under the same week two years ago. 

Revenue freight loading by districts the week ended June 
13 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 5,428 and 5,962; live 
stock, 1,719 and 1,909; coal, 25,815 and 34,898; coke, 1,155 and 2,008: 
— products, 2) 288 and 3,278; ore, 2,282 and 4,894; merchandise, 

C. L., 60,482 and 66,168; miscellaneous, 66,879 and 88,959; total, 
1931, 166, 048; 1930, 208, 076; 1929, 248,164. 

Allegheny district: Grain and grain products, 2,555 and 2,777; live 


stock, 1,289 and 1,474; coal, 25,977 and 34,390; coke, 2,615 and 4,770; 
forest pe Mong 1/612 and 2,904; ore, 5,773 and 12,738; merchandise, 
L. L., 44,615 and §1,135; miscellaneous, 57,673 and 80,814; total, 


1931, “142, 109; 1930, 191, 002; 1929, 224,677. 

Pocahontas district: Grain and grain products, 209 and 231; live 
stock, 126 and 145; coal, 30,607 and 35,544; coke, 249 and 325; forest 
products, 823 and i, 288; ore, 111 and 280; merchandise, L. C. L., 6,042 
and 6,648; miscellaneous, 6,781 and 7,690; total, 1931, 44,948; 1930, 
52,151; 1939, 60,660. 

Southern district: Grain and grain products, 2,819 and 4,161; live 
stock, 1,117 and 1,448; coal, 13,959 and 16,718; coke, 386 and 412; for- 
est products, 9,470 and 14, 248; ore, 580 and 1,079; merchandise, L. 
C. L., 36,091 and 38,413; miscellaneous, 45,988 and 48,594; total, 1931, 
110,410; 1930, 125,078; 1929, 143,178. 

Northwestern district: Grain and grain products, 7,778 and 9,407; 
live stock, 5,379 and 5,880; coal, 3,353 and 4,359; coke, "883 and 1.529: 
forest products, 7,402 and 13, 363; ore, 16,145 "and 39,625; merchandise, 


ik €. Ex, 37,406 and 32,037; miscellaneous, 33,200 and 42,937; total, 
1931, 101, 548; "1930, 149, 137; 1929, 171,555. 
Central ‘Western ‘district: Grain and grain products, 8,250 and 


11,388; live stock, 6,690 and 7,900; coal, 4,436 and 6,193; coke, 102 and 
169; forest products, 5,950 and 8,795; ore, 2,403 and 3, 040; merchandise, 
L. C. L., 29,386 and 33,352; miscellaneous, 48,889 and 57,498; total, 
1931, 106, 106: "1930, 128, 335; 1929, 142,133. 

Southwestern district: Grain and grain products, 3,928 and 5,049: 
live stock, 1,752 and 1,871; coal, 2,256 and 3,016; coke, 72 and 169: 
forest products, 3,061 and 6,194; ore, 320 and 777; merchandise, L. 


C. L., 14,686 and 15, 292; miscellaneous, 35,209 and 39,924; total, 1931, 
61, 284’; 1930, 72,292; 1929, 79,303. 
Total, all roads: Grain and grain products, 30,967 and 38,975; 


live stock, 18,072 and 20,627; coal, 106,403 and 135,118; coke, 5, 462 and 
9,382; forest products, 30, 606 and 50, 070; ore, 27, 614 and 63, 433; mer- 
chandise, L. C. 218, 710 and 243, 045; miscellaneous, 294, 619 and 
366,416; total, Ts31~ 432, 453; 1930, 926, 066; 1929, 1,069,670. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 

Five weeks in January............ 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2'835,680 3,506,899 3,797,183 
Four weeks in March............. 2,939,817 3,515,733 3,837,736 
Four weeks in April............... 2,985,719 3,618,960 3,989,142 
Reve WOES Th BAF... cecccccccde 3,736,477 4,593,449 5,182,402 
DC ee re ere 760,890 935,582 1,055,768 
VOOM GE SUS Woeiscis 0s va siicieticw ex 732,453 926,066 1,069,670 

NE fala dee 17,481,578 21,843,241 23,450,510 


ST. LAWRENCE PROJECT 


Discussion of the St. Lawrence waterway project has been 
revived as the result of statements by Senator Walsh of Mot- 
tana and Senator Walsh of Massachusetts. The former is a0 
advocate of going ahead with the project, while the latter, while 
stating that he has an open mind on the subject, does not be- 
lieve that the present is an opportune time to press the project. 
Senator Walsh, of Montana, has discussed the matter with 
President Hoover and W. D. Herridge, Canadian minister to the 
United States. The government of the United States has stated 
it is ready to go forward with negotiations and the next mov? 
is up to the Canadian government. 


June 27, 1931 
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Welding Rails and Waterways 


Placing of Peoria River and Rail Terminal in Operation Represents Important Step in Realization 
of Dreams of Waterway Enthusiasts—New Terminal Typical of Modern Inter- 
change Plant—Materials Handling Efficiency Prominent Feature, 
with Variety of Equipment for Diversified Cargo 


(By a Staff Correspondent at 


HATEVER its economic merits, it seems reasonably 
W 2x that the dream of Herbert Hoover of 9,000 miles 
of interconnected waterways, lacing the Mississippi 
Valley up and down and across, will be realized. Peoria, IIli- 
nois, is now “a port on the Gulf,” with a river and rail inter- 


change terminal that may be compared favorably with anything 


a 


By means of a couk.e truck-escalator, of the type shown here, loaded and empty 
power between the houseboat and the warehouse at the 
The escalator ramp is approximately 100 feet long. 


trucks are moved b 
new Peoria terminal. 


of its kind in the country. The importance of terminal facil- 
ities and modern freight handling devices to the waterways is 
attested by General Ashburn’s declaration at the dedication of 
the Peoria terminal that, out of every dollar the government 
barge line pays for operating costs, 39 cents goes 
for terminal operations. 

That is, of course, only a mathematical reduc- 
tion of one phase of the matter. It has been re- 
peatedly insisted that the waterways are helpless 
without being cemented to the general transpor- 
tation facilities of the country by proper ter- 
minals, on the physical side, and contractual 
relations with the other carriers. There are not 
more than a dozen modern rail and river ter- 
minals in the entire Mississippi Valley system at 
present, but opening of the Peoria terminal re- 
minds one that their number is increasing steadily. 





Permanence and Efficiency Mark Terminal 


The Peoria terminal, the first on the Illinois 
River in the _ long-talked-of Lakes-to-the-Gulf 
waterway, is, at least to the eye, all that could be 
desired as a medium of efficient exchange of com- 
meree between rails, highways, and waterways. 
In the absence of any figures provided by experi- 
ence, the statements of those in charge that the 
cost of handling freight between the different 
forms of transport that come together there will 
be as low as at any similar interchange point, 
must serve. 

Built at a cost of $400,000 by the city of 
Peoria, all the necessary equipment for rapid and 
efficient transfer of freight between rail and water 
and highway and water, or the contrary, either bulk or package, 
are provided. Materials handling equipment and arrangements 
almost entirely eliminate manual labor. With the exception of 
that needed to place package freight on trailers in the barge or 


* Rail 





and river termina's, similar to that at Helena, 
pins between the waterways and the railroads. 


Peoria) 


the freight cars and to take it off. the work can be performed 
by power. The daily capacity of the terminal, with present 
equipment, is estimated to be from three to four thousand tons. 
That can be expanded to twice that amount, it is stated. Track 
space for approximately 80 railroad cars is at hand and there 
is room for expansion to two hundred. There is also ample 
warehouse space. ' 

Constructed of brick and steel, with smooth 
concrete floors, the terminal suggests not only 
perfect adaptation for the job but permanence as 
well. One does not question but that those re- 
sponsible for its creation believed they were pre- 
paring for a part in the transportation and com- 
mercial life of the country not yet fully arrived 
but certain of coming for a long stay. River 
transportation is not played out, they say. Al- 
ready, it is pointed out, with only a little more 
than ten years since its revival, the Inland Water- 
ways Corporation carried approximately one one- 
thousandth as much freight last year as was 
transported over the 280,000 miles of trunk line 
railroads in the country. But more terminals like 
the one opened at Peoria are needed, they say. 


Elements of Modern Terminal 


Starting from the river side, the first unit of 
the terminal is a floating wharfbarge or house- 
boat to and from which freight is directly ex- 
changed with barges tied alongside. It has a 
length of 340 feet, with eight 2-ton apron gang- 
ways suspended on 10-ton chain falls to give ac- 
cess to the barges—the gangways being spaced to 
correspond with the barge doors. 

The floating houseboat is connected with the 
warehouse on the water’s edge by a covered in- 
cline or bridge about 100 feet long, with a double electrically 
operated escalator—two endless conveyor chains—extending 
from one to the other. Foot walks are on ether side and in 
the center of the two escalators. In operation, projections 





Ark., form the coupling 


spaced along the escalators make contact with plates on trailer 
trucks which are automatically moved up and down the incline 
between the houseboat and the warehouse floor by power. The 
houseboat gives a loading range of eight feet, adequately caring 
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for rise and fall in the level of the river. 

The principal unit of the terminal is the warehouse itself, 
some five or six hundred feet long, divided into three large 
sections, with offices for terminal and barge line officials on a 
mezzanine floor. Opposite the river side, a wide concrete dock 
extends along the building between it and four 
rail switch tracks constructed as a part of the 
complete terminal. The four tracks have room 
for spotting from 28 to 30 rail cars at a time. A 
similar dock or freight platform at the west end 
of the warehouse is provided for loading and un- 
loading trucks, with a wide concrete approach 
completing that part of the plant. 


Handling Equipment for Diversified Cargo 


Materials handling eqiupment sufficient to 
take care of the normal or expected movement of 
freight, from hand hoists to a 25-ton locomotive 
crane, is on hand. There are two caterpillar 
tractors, two industrial tractors of a smaller type 
on wheels, one power hoist, two hand hoists, and 
fifty high-top trailers. The locomotive crane is 
gasoline-propelled, but operates on rail tracks and 
can be moved from the dock at the warehouse to 
the bulk unloading station, which is up the river 
immediately adjacent to the main terminal. The 
high-top trailers are convertible into flat trailers, 
as occasion requires, and the two hand hoists are 
designed for moving bulky and heavy shipments, 
such as automobiles, not expected to be a pre- 
dominant part of the cargo moving through the 
terminal. The normal interchange of freight be- 
tween barges and rail cars will involve the move- 
ment of the trailers into and out of the carrier 
vehicles of either transportation agency and di- 
rect movement in the reverse direction via the 
escalators, houseboat, and warehouse floors and 
loading docks. Careful adjustment of equipment 
to plant, it is believed, will make for an unusually 
efficient operation. 

Three railroad track spurs have been laid to the bulk ter- 
minal and space for three barges is provided at the river wall 





Swinging a ten-ton truck from a barge to rail car at the municipal 


terminal on the Mississippi at Minneapolis. 


at that point. : 

The entire terminal, from one end to the other, extends 
along Peoria Lake, which widens the river to a half-mile at 
this point, approximately 1,500 feet. Bulk walls have been made 
by driving steel piles sixty feet to bed rock, and filling in be- 
hind them. 
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Peoria is ready for business with New Orleans, South 
America, and the West Coast! 

Rail connections are made directly between the termina! 
and the Peoria and Pekin Union Railway and the Rock Island. 


Through one or the other, any of the thirteen rail lines reach 





A part of the cargo of the first fleet of government barges to reach Peoria being 
loaded on trucks preparatory to movement up the escalator into the warehouse. 


ing Peoria have access to the terminal at a uniform switching 
charge. 


A Dozen More Like It 


What Peoria has done, it is said, is but a “forerunner 
of what may be expected all along the Illinois River Val- 
ley and the drainage canal in the next two years, as barge 
transportation pushes nearer and nearer to Chicago.” 

Kansas City has already broken ground for its 
municipal terminal. Other Missouri River cities are to 
follow. Modern terminals have been constructed and 
opened by municipalities on the upper Mississippi at Rock 
Island, Ill., Dubuque and Burlington, Ia., St. Paul, Minne- 
apolis, and Stillwater, Minn., in the last three years. 

On the lower Mississippi, St. Louis, Cairo, Memphis, 
Helena, Baton Rouge and New Orleans have their rive! 
and rail terminals. Two excellently equipped and modern 
terminals were opened on the Ohio River this spring, one 
at Cincinnati and the other at Evansville, Ind., to serve 
the Mississippi Valley Barge Line. Other terminals of a 
less pretentious nature on the Ohio used by the privately 
owned barge line are at Louisville and Joppa, Ill. The In- 
land Waterways Corporation terminals at Birmingport and 
Holt, Ala., complete the list of interchange points in the 
Mississippi Valley between the rails and the waterways, 
so far as common carrier service is concerned. Only 
about a dozen of these are of modern construction and 
equipped with the necessary mechanical aids regarded as 
so essential to efficient transfer of freight. It is, in all, a 
rather limited picture. But new coupling pins are in the 
making and the rivers and rails are, wily nilly, being 
joined as this remade transportation of the middle nineteenth 
century puts in its appearance to supplement that of more re- 
cent rise. Modern handling equipment is playing a prominent 
part in the transition and the need to look to transportation 
costs even more closely under altered competitive conditions 
gives impetus to the movement. 
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HENNEPIN CANAL USE BY BARGE LINE 


Major General T. Q. Ashburn, chairman of the Inland Water- 
ways Corporation, has announced that the Secretary of War 
has authorized the government barge line to make a trial trip 
on the Hennepin Canal from Rock Island, IIll., on the Mississippi 
River, to & point on the Illinois River near Peoria, IIl. 

The official name of the canal, as carried in the 1930 annual 
report of the Chief of Engineers of the U. S. Army, is “Illinois 


and Mississippi Canal, Ill.” It is 75 miles long and connects the 
Illinois and Mississippi rivers, proceeding from a point on the 
Illinois River about 12 miles from La Salle to the Mississipp! 
River at the mouth of Rock River. There are 32 locks in the 
canal. 

The object of the trial trip is to determine whether the 
canal may not be used to reduce the mileage between the Twit 
Cities and points on the Illinois River. One of the operating 
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problems involved is that created by the preseince of the 32 
locks in the canal. 


TRINITY RIVER CANALIZATION 


The proposal for canalization of the Trinity River from Fort 
Worth and Dallas, Tex., to the Gulf of Mexico, about 550 miles, 
was taken up at a public hearing before Major Milo P. Fox, 
district engineer of the army engineer corps, at Fort Worth, 
June 23. 

An act has been passed by the Texas legislature authorizing 
creation of a navigation district which the voters in Dallas and 
Tarrant counties have the option of accepting or rejecting. If 
accepted, the navigation district is to furnish the right-of-way 
and bear the expense of preliminary work in connection with the 
effort to have the project adopted by the federal government. 

It is proposed to have a nine-foot depth and one hundred-foot 
bottom width as far as Dallas, sixty-five-foot bottom width be- 
tween Dallas and Fort Worth, and thirty-three locks and dams 
between Fort Worth and the Gulf. Proponents of the project 
have estimated the cost of $50,000,000 but railway engineers 
estimate the cost as high as $100,000,000, with an annual mainte- 
nance cost of $22,000,000. 

A traffic survey made on behalf of the proponents contains 
estimates that 5,300,000 tons of freight will be moved up and 
down the canal annually and that $16,000,000 in freight charges 
will be saved the public. Railroad opponents of the project con- 
tend that the tonnage estimate is grossly inflated and that the 
so-called savings would not be more than $6,000,000, and certainly 
less than half of the estimated $16,000,000, on the basis of the 
proponents’ tonnage estimates. 

H. B. Cummins, assistant chairman of the Texas-Louisiana 
Tariff Bureau, Dallas, Tex., has made an analysis of the Reed- 
Byars traffic and economic survey prepared in support of the 
project by A. L. Reed and Ed P. Byars, in which he points out 
what he says are palpable errors and in which he also sets forth 
“explanation of the adverse effect of preferential rates on freight 
moving partly by rail and partly by water through Dallas and 
Fort Worth upon the commercial fortunes of cities and towns 
not on the routes of probable and logical Trinity River transit.” 

Mr. Cummins contends that there are duplications in the 
tonnage estimates of the proponents, based on reports to the 
Commission as to originated tons, as a result of transit privi- 
leges. He says the only half-way reliable means of estimating 
the Trinity’s tonnage that he knows of would be to find out 
precisely how many tons moved over the rails between Dallas- 
Fort Worth, on the one hand, and Houston-Galveston, on the 
other; set down the original points of shipment and the ultimate 
destinations, and then study the flow of traffic in the light of 
differential rates as fixed by the Commission for joint rail-barge, 
barge-rail and rail-barge-rail rates applicable via other rivers. 
He says he has no doubt that many tons that actually moved 
over the rails between Dallas and Houston as part of an all-rail 
route from somewhere to somewhere else could never be ac- 
corded a preferential (differential) rate merely because a barge 
might be substituted for some rails. He says that is because the 
actual origins and ultimate destinations would be so situated as 
to preclude the possibility of affording a differential rate, the 
basic fact being that the rails between Dallas and Houston are 
merely a part of an all-rail route that is in competition with the 
rate-making or more direct rail route. 

“It should be obvious to all concerned,” says Mr. Cummins, 
“that the Trinity River will not produce a single ton of new 
freight; hence, the question that naturally arises is this: Should 
we double the investment in transportation facilities, or, increase 
it 50 per cent, as the case may be, between Fort Worth-Dallas 
and the Gulf, in order to reduce freight charges $8,000,000 or 
even $16,000,000 on 5,000,000 tons of freight?” 

The investment in rails is approximately $100,000,000 be- 
tween Fort Worth-Dallas and Galveston, Houston, Texas City, 
Beaumont and Port Arthur, covering in all six single-track lines 
having an average length of 275 miles, according to a valuation 
engineer’s estimate submitted to Mr. Cummins. 


RAIL-WATER RATES 


(By Thomas F. Woodlock, in the Wall Street Journal) 

In his speech to Indiana editors, President Hoover asked 
one question, rhetorical in the sense that he clearly contem- 
plated a negative answer: “Shall the government, except in 
temporary national emergencies, enter upon business processes 
in competition with its citizens?’ He did not specify what he 
had in mind, but his question is pat on its application to one 
“business process” now being conducted by the government “in 
competition with its citizens’—the Inland Waterways Corpora- 
tion. It is but fair to ask, in all respect, whether he did intend 
to point to that enterprise and, if not, whether it does not fall 
Within the condemnation that his question implies. 
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It surely is time that somebody took a comprehensive look 
at the entire affair of waterway transportation and its relation 
to the rail carriers in the present state of the law. An appli- 
cation by a privately owned and operated water carrier—the 
Mississippi Valley Barge Line Company—for a comprehensive 
system of joint rail-water rates (under the Denison act) is now 
before the Interstate Commerce Commission. 

The Denison act thus far has been construed by the Com- 
mission as requiring that body upon an ex parte application 
by a water carrier to prescribe summarily and without a hear- 
ing joint through rail-water rates, these rates, moreover, being 
based upon the lowest applicable all-rail rate. The water line, 
however, is required to absorb the water line differential in 
its own division of the joint rate. This differential is 20 per 
cent of the corresponding rail rate between the water points. 
In its decisions thus far under the Denison act, the Commission 
has limited prescription of these joint rates to routes within 
reasonable limits of circuity. 

In the case before the Commission, the rail carriers con- 
cerned have petitioned the Commission for a hearing to permit 
an investigation into the propriety of the water line 20 per cent 
differential, and into the propriety of taking the lowest existing 
all-rail rates as a standard for the joint water-rail rates to be 
prescribed. Whether or not the Commission will feel itself 
free, under the provisions of the Denison act, to grant a hearing 
upon this application is not a question that anyone other than 
the Commission itself can answer. But there is nothing what- 
ever in the law to prevent the Commission instituting motu 
proprio an inquiry into the whole matter as peculiarly germane 
to its administration of section 15a of the transportation act, 
and such an investigation is badly needed. While the trans- 
portation act does not empower the Commission to control port- 
to-port rates made by water carriers, it does give that body 
complete control over joint rail-water rates, and it can do all 
that is necessary to inform itself as to the propriety of the 
water rates, even if it cannot control them. 

The present water line differential of 20 per cent under 
the corresponding all-rail rate originally was established by 
the Director-General in war time, and it has remained a fixture. 
It was purely an arbitrary “shot in the dark” and no one today 
knows whether or not it reasonably reflects the disadvantages 
of water transportation as compared with rail. It may be too 
much, so that the water carrier cannot make a living at it. 
On the other hand, it may be too little to attract traffic from 
rail to water. No one knows which. Why not find out? None 
of the water carriers on the Mississippi is today making a living 
in the sense of earning a return on the investment. Is this 
because the water rate is too high or because it is too low? 

The rail carriers want the Commission to inquire into the 
relation of rail and water transportation costs, and they say 
in their petition that this is “a matter of great concern to the 
public.” That it is, is obvious—if for no other reason, for the 
reason that the public literally has been smothered in a cloud 
of poison-gas propaganda of a most misleading kind, and may 
well stand excused for its ignorance on the subject. 


Considering the time and the labor that the Commission 
already has spent and will spend in informing itself with respect 
to motor-borne traffic, it may well spend enough time and labor 
to inform itself to an equal extent as to water-borne traffic. 
This would be true if it were a case merely of private operation 
of water carriers, but it is doubly true when the principal water 
carrier is the United States government itself. 


If the Interstate Commerce Commission is unable or un- 
willing to open an inquiry into the matter, it should be the 
business of Congress to do so. We often are told that the power 
to investigate anything and everything is one of the most useful 
possessions of the national legislature. It certainly has not 
been permitted thus far to rust in its scabbard for lack of use! 
Here is a real opportunity for its exercise. 


If the legislature does not care itself to undertake the job, 
it can instruct its creature, the Interstate Commerce Commis- 
sion, to do it. The Congress, moreover, has the power to con- 
trol port-to-port water rates if it wants to do so, either directly 
or through the Commission. Considering the allegations— 
made upon oath before the Commission—that some water car- 
riers are making secret contract rates, and offering what is 
tantamount to free storage of freight in transit, we have a situa- 
tion which assuredly calls for inquiry. 

Let us have some light upon it! 


WARRIOR RIVER CHANNEL 


A proposal for increasing the channel depth of the Warrior 
River from six to nine feet is under investigation by the Board 
of Engineers for Rivers and Harbors of the War Department. 
In a preliminary report by army engineers, it is recommended 
that a nine-foot project be adopted, and that local interests 
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bear part of the cost. Representatives McDuffie and Oliver, of 
Alabama, object to the latter part of the recommendation. 

A personal inspection of the waterway has been made by 
Colonel Herbert Deakyne, chairman of the board of engineers; 
Colonel Harley B. Ferguson and Lieutenant Colonel Max C. 
Tyler, board members. If the board of engineers approves the 
proposal, and the Chief of Engineers and the Secretary of War 
concur, a favorable report will be sent to Congress. 

One of the arguments made in support of the nine-foot 
channel project is that the Ohio and Mississippi have nine-foot 
channels and such a channel in the Warrior would permit navi- 
gation on it of the same vessels that use the nine-foot channels. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
$900,000 from river and harbor funds for the construction of 
two self-propelled 34-inch pipe-line dredges for the removal of 
shoals in the Missouri River, Kansas City to the mouth. 

An allotment of $30,000 has been approved for dredging 
the Willapa River and harbor, Wash. 


GRADE CROSSING ACCIDENTS 


Reports filed by the railroads with the Commission showed 
a reduction for the first three months of 1931, compared with 
the preceding year, in the number of fatalities resulting from 
accidents at highway grade crossings. 

Fatalities at highway grade crossings, according to the 
safety section of the American Railway Association, totaled 477 
for the first three months’ period this year, a reduction of seven, 
compared with the same period in 1930, while the number of 
persons injured totaled 1,302, or a reduction of 221, compared 
with the same period the preceding year. The number of acci- 
dents at highway grade crossings in the first quarter of the year 
amounted to 1,141, compared with 1,291 in the same period of 
1930, or a reduction of 150. 

For the month of March alone, there were 391 accidents at 
highway grade crossings, a reduction of ten under March, 1930, 
while 161 fatalities were reported as caused by those accidents, 
a reduction of three compared with the number for March, 1930. 
Persons injured in highway grade crossing accidents in March, 
1931, totaled 463, compared with 469 in the same month the pre- 
ceding year. 


COMPETITION IN RICE RATES 


Application for a reduction in rail rates on rough and clean 
rice from producing points in Louisiana, export or coastwise, 
has been filed for approval with the Louisiana Public Service 
Commission by the Texas-Louisiana Tariff Bureau, acting for 
the rail carriers, for the purpose of meeting competition of 
trucks and boats. The tariff reductions would be effective July 
15, but may be interfered with by the inability of the Commission 
to conduct hearings, due to lack of funds. The reductions would 
cover intrastate and interstate coastwise and export movements. 

The reduced schedule would establish on rough rice, with 
a minimum of 60,000 pounds to the car, rates single line to all 
milling points ranging from a minimum of 5 cents for ten miles 
and less to a maximum of 14 cents for 280 miles. Twenty 
miles would be added for the Mississippi River crossing at New 
Orleans or Baton Rouge. Clean rice would be carried, with a 
30,000 pound minimum, at 19 cents a hundred pounds from mill- 
ing and producing points in Louisiana on single line to the 
switching district of either New Orleans or Lake Charles, La. 

Corresponding rates would be established on rice bran, 
polish meal and hulls. 

Opposition to the proposed rates has been voiced by small 
mills more advantageously located as to ports, due to a greater 
proportionate decrease in rates afforded the distant points of 
origin. 


PRIVATE AUTOMOBILES BY FAST FREIGHT 


Automobiles of rail passengers can now be shipped by fast 
freight to any point on the Pennslyvania, it has been announced 
by officials of that line. This is an extension of the service 
operated last winter to Florida and other southern points and 
in effect this summer to New England and eastern Canada. Five 
standard railroad tickets cover the cost of the new service— 
three for the automobile and two for rail passengers, to be used 
on regular passenger trains. 


MOTOR VEHICLE LEGISLATION 


A bill has been passed by the Alabama legislature and 
signed by the governor placing a graduated mileage tax on 
trucks and busses, based on tonnage or passenger capacity. 
The act is in effect and the public service commission is charged 
with its enforcement. 

Funds from the mileage tax will be applied, first, to the 
payment of expenses incurred in enforcing the act, with a limit 
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of $15,000 on expenses. The surplus will be distributed equally 
between the highway department and the counties of the state 
for use in repair and maintenance work on the highways. 

The act prohibits trucks and busses from exceeding a 50 
per cent overload of their license capacity. The mileage tax 
will be due and payable quarterly. Combination trucks and 
busses are required to pay the highest license imposed in the 
tax scale. 

The scale of tax for passenger busses is .as follows: Ca- 
pacity of 16 passengers or less, 4 cent a mile; 17 to 20 pas- 
sengers, % cent; 20 to 25 passengers, % cent; exceeding 25 
passengers, 1 cent. 

The scale of tax for trucks follows: Capacity less than two 
tons, % cent a mile; 2 to 3 tons, % cent; 3 to 4 tons, 1 cent; 
4 to 5 tons, 1% cents; exceeding 5 tons, 2 cents. ~ 

Operators of common carrier trucks and busses must apply 
to the commission for a certificate of operation. Busses of 
less than 12 passenger capacity must pay a $50 license fee; 
busses with a passenger capacity of more than 12 must pay 
50 cents additional for each added passenger capacity, and 
trucks must pay a $50 license fee if less than 3 ton capacity, 
with an additional $1 for each ton capacity. 

Another law regulating the height, width, and speed of 
motor trucks was passed by the legislature early in the year 


RAIL-MOTOR CONFERENCE 


Representatives of the motor industry and the Association 
of Railway Executives held a meeting June 19 at the Biltmore 
Hotel, New York, for the purpose of considering the genera! 
transportation problem with a view of reaching a clearer un- 
derstanding as to their mutual problems. No definite conclu- 
sions were reached at the meeting. Further conferences are 
expected to be held. 

This conference, it was stated, was in line with the an- 
nounced policy of the railway executives to confer jointly with 
the various shipping and other interests as to the problems of 
the railways and was the second such conference that has been 
held, the first one having been with representatives of the oil 
industry on May 22. The series of conferences grew out of the 
adoption last November by the railroads of a “Declaration of 
Policy,” in which attention was called to the serious effects 
which the other forms of transportion were having on both the 
traffic and revenues of the railroads, it was stated by rail 
officials. 

The conference was attended by representatives of the Na- 
tional Automobile Chamber of Commerce and of the railway 
association. 


SAN DIEGO AND SAN LUIS OBISPO 


Shipping information about the ports of San Diego and San 
Luis Obispo, Calif., is contained in a new report issued by the 
Board of Engineers for Rivers and Harbors of the War Depart- 
ment and the Bureau of Operations of the Shipping Board, and 
published as Part 2 of Port Series No. 13. Commenting on the 
report, the board of engineers says: 


San Diego, the report shows, is the first port of call for incoming 
and the last port of call for outgoing vessels plying between the 
Pacific coast of the United States and Mexico, Panama, Central and 
South America, the Atlantic coast of the United States and Europe. 
The average annual commerce at San Diego during the ten-year period 
1920 to 1929 amounted to 753,846 short tons, while the total traffic in 
1930 aggregated 887,442 tons. Nearly all the port tonnage consists 
of incoming cargoes, consisting largely of petroleum and its products, 
lumber and logs, railroad ties, fish and creosote, while the shipments 
aggregating only about 4 per cent of the total port tonnage consist 
almost entirely of package freight. 

There are 46 wharves of various kinds on the water-fornt of San 
Diego, two at Coronado and one at North Island. Of these, two 
municipal piers with their transit sheds handle practically all the 
general cargo, while the passenger lines serving the port utilize the 
municipal Bradway pier. Plans are now under way to lengthen this 
pier 200 feet and to replace the single story transit and passenger 
shed by a double-deck structure. 

The report states that San Diego is served by two important 
railway systems and by 25 steamship lines. It enjoys rates on trans- 
continental business similar to those applicable at Los Angeles, while 
ocean rates on lines calling at the port are the same as those from 
other Pacific ports to the same destinations. The port affords an 
advantageous outlet for long-staple cotton which is being produced 
in increasing quantities in the Imperial Valley. Through the addi- 
tional facilities provided for the handling of general cargo, it has 
placed itself in an admirable position to be of maximum service to 
the whole southern section of the state of California. 

Port San Luis Obispo is one of the most important oil ports in 
California. Shipments of crude and fuel oils and gasoline amount to 
about 99 per cent of the total port traffic. During the ten-year period 
1920-1929, inclusive, the commerce of the port averaged 1,440,385 tons, 
while the tonnage in the calendar year 1930 totaled 1,802,727 tons. 

Terminal facilities at Port San Luis Obispo consist of two wharves 
owned and operated by the Pacific Coast Railway, a wharf owned 
by the county of San Luis Obispo, and a small wharf just inside the 
breakwater which is used by the lighthouse service as a landing. 
Terminal facilities are considered adequate for the present requfre- 
ments of traffic. The only railroad serving the port is the narrow 
gage Pacific Coast Railway, which extends et miles south of the port. 


Steamship service to and from the port is confined largely to tankers 
operated by the Union Coal Company, and to that furnished by small 
coasting vessels. 
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Time charters in the West Indies trade were the only 
active feature of the full cargo market in the last few days. 
The grain trade was discouraging, with rates undergoing further 
downward revision and a meager number of fixtures reported. 
The improvement in the West Indies trade is regarded as in 
the nature of a flurry and the last few days have seen indica- 
tions that activity is subsiding. The only source of optimism 
to shipowners lies in the fact that any increased demand 
should cause rates to advance somewhat, due to the fact that 
open tonnage is not overplentiful. 

The grain fixtures reported show rates as on the distress 
basis. One steamer accepted 7 cents Montreal to Rotterdam for 
barley, prompt loading, while another took 9 cents from Montreal 
to the Mediterranean on the basis of one port of call. A cargo 
from the Gulf to Antwerp-Rotterdam was taken at 9% cents 
for early July loading. 

The coal market remains quiet. The only business in sight 
for the future is for west Italy, which can be placed at about 
$2 for June-July loading. A cargo from Hampton Roads to 
Santos was fixed at $2.70 for July loading. 

Transatlantic sugar cargoes are moving again. A full cargo 
from Santo Domingo and several part cargoes from Cuba were 
reported, with indications that further business can be done in 
this direction at about 13s. 

Aside from the increased activity in the West Indies, the 
time charter market generally is dull. In the tankers division 
some business is developing both in the black oil market and 
for clean carriers from the Gulf and Black Sea, but no improve- 
ment in rates is in prospect at present. 

Enforcement of the revised clause in liner bills of lading 
affecting the carriage of grain from Canadian ports to Great 
Britain is being delayed pending the completion of conversations 
between the Canadian Pacific, Cunard and White Star lines 
and the British Corn Trade Association. The revised clause, 
which has been inserted in the bill of lading by the steamship 
companies to protect themselves against possible interference 
with passenger ship schedules, provides that when the master 
of a steamer considers it imprudent to discharge cargo at any 
stipulated port by reason of threatened strikes, riots, conges- 
tion or other adverse conditions, the freight may be landed at 
some other port at his discretion, or may be carried back across 
the Atlantic. The bill of lading would then be extended until 
the grain could be transshipped or discharged. 

Strong competition will be afforded charter vessels in the 
lumber trade in the next few months, according to an under- 
standing in shipping circles, it being stated that the regular 
lines operating on schedule are prepared to make chartering 
unprofitable. “During the next few months,” said one authority 
in the trade, “I look to see any charterer of a vessel for the 
lumber trade hold the bag, because, I understand, the regular 
lines will undercut the rate so as to involve a loss to the op- 
erator.” Business formerly lost to the American Pitch Pine 
Export Corporation, a mill export company, formed under the 
Webb-Pomerene act, and to other traffic handling groups will 
be retained if the determination of the regular lines is backed 
up. 

The Matson Navigation Company calls the attention of 
exporters to the recent action of the New Zealand government 
in placing Canada on the same basis as the United States in 
respect to tariff duties. Formerly Canada had a preference of 
20 to 30 per cent compared with the United States. The duties 
are assessed in New Zealand on the domestic price in the coun- 
try of origin, which, it is pointed out, should be to the advantage 
of exporters on this side of the border because of the greater 
volvme of production here for the domestic market. 


Intercoastal Conference 


The committee of five intercoastal steamship experts who 
were named at the Shipping Board’s meeting with intercoastal 
operators to prepare a plan under which a new conference may 
be formed met in New York June 17 to lay the ground work 
for their deliberations. 

No definite action was taken. It is possible, in view of the 
many conflicting interests, that no plan will be worked out for 
several weeks. Any plan selected must be submitted at a gen- 
eral meeting of all the intercoastal operators for approval. 








The conflicting interests that must be satisfied before any 
new intercoastal conference can be hoped for include the pas- 
senger lines, the steel and lumber lines, general cargo carriers 
and the A and B lines. The quotation of Shipping Board regu- 
lation and the filing of minimum rates with the board will, it is 
expected, also be discussed by the committee. 

The Merchants’ Association of New York has decided not 
to withdraw the opposition which it has offered consistently for 
several years to the control of port-to-port rates by the Inter- 
state Commerce Commission. 

This matter has recently been the subject of a good deal of 
agitation, in view of which the association decided last January 
to have its transportation committee make a special inquiry. 
The committee held a public hearing, which was largely at- 
tended, and otherwise sought all the available information on 
this subject. It rendered its report to the association’s board 
of directors, recommending that the organization stick to its 
position. 

J. D. Harrington, secretary of the United States Atlantic 
and Gulf-West Coast of Mexico, Central and South American 
Conference, announces that, effective July 1, the steamship lines 
members of this conference will assess bill of lading stamp tax 
of only 50 cents per set of bills of lading instead of $1.50 as 
heretofore on all shipments originating at New York, and (or) 
New Orleans, La., and destined to Buenaventura, Colombia. 

Federal District Judge Guy Fake has directed the receivers 
of the Submarine Boat Corporation to accept the offer of the 
Portland-California Steamship Company of $400,000 for the fleet 
of twenty-two ships owned by the Transmarine Corporation, a 
subsidiary. 


The Portland-California company is a subsidiary of the Dol- 
lar Lines and its offer was accompanied by a certified check 
for $5,000. 


Regular steamship service to Tampa, Boston and Philadel- 
phia will be extended to Baton Rouge, La., beginning with a sail- 
ing from Philadelphia on September 5th, according to an an- 
nouncement by Moore & McCormack, Inc., operators of the 
Mooremack Gulf Coast Lines. The sailings will be started on a 
two weeks’ schedule, but will be reduced to weekly basis when- 
ever the traffic warrants. While ships have used the municipal 
wharves at Baton Rouge this will be the first regularly estab- 
lished service. 


GROWTH OF MERCHANT MARINE 


Growth of the American merchant marine since 1914 is 
outlined by the Shipping Board in a statement issued in con- 
nection with issuance of a map and booklet entitled “American 
Flag Services in Foreign and Noncontiguous Trades,” prepared 
by the board’s Bureau of Reserch. 

“When compared with the services in existence on July 1, 
1914, a vast increase is apparent, not only in the number of 
lines and the number and tonnage of ships operated, but also 
in the services offered and the foreign regions and countries 
reached by American flag vessels,” says the board. 

“On July 1, 1914, there were 20 American lines employing 
American flag vessels in the ocean trades. Only 5 of these 
operated overseas, 10 traded with Canada, Mexico and the 
nearby Caribbean islands, and the other 5 with our noncon- 
tiguous possessions of Alaska and the Hawaiian Islands. Their 
total fleet included only 112 vessels of less than 600,000 gross 
tons. In addition 4 American flag vessels of 28,000 tons were 
employed by foreign shipping companies. 

“The overseas services on the above date included 1 line 
across the Atlantic to Europe, 1 around South America to the 
west coast, and 3 across the Pacific, 2 of the latter touching 
Asiatic and far east ports and 1 Australia and the South Sea 
islands. There were no regular services to Africa, the Medi- 
terranean, India or the east coast of South America and those 
which operated in the trans-Atlantic and trans-Pacific trades 
touched only a few of the principal ports within their territories. 
No ready comparison can be made between the services per- 
formed by the lines existing in 1914, with those maintained by 
the 82 lines of today, operating 700 vessels of nearly 4,000,000 
gross tons in 165 individual services which constitute a network 
of routes reaching practically every important port in the world. 
There are today three American flag around the world services. 
Each of these services touches four continents and many out- 
lying island groups, while several other lines operate to at 
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least three continents. The trans-Atlantic trade which was 
served by 1 line in 1914, has today more than a score of serv- 
ices, 5 of which operate to Mediterranean ports, 3 to the 
African coasts, and the remainder to the United Kingdom and 
northern European ports, offering transportation to practically 
all points on the far side of the Atlantic from North Cape, 
Norway, to Capetown, South Africa. The South American 
trade has increased until there are today some 22 services, 
10 operating to the east coast, 7 to the west coast, and 5 to the 
north or Caribbean coast. In the trans-Pacific trade some 15 
lines operate to Asiatic and far east ports, while 4 touch Aus- 
tralia, New Zealand and the South Pacific islands. In the Carib- 
bean and Central American trade there are today some 30 
American flag lines, including those touching the north coast 
of South America, while at least 20 other lines touch Carib- 
bean ports en route to or from more distant countries. 

“The water-borne trade with nearby countries and our non- 
contiguous territories has increased correspondingly. In 1914 
one American flag line operating to a Canadian Atlantic port 
constituted our only ocean contact with that country. Today 
18 lines furnish service between the United States and Canada, 
3 touching at Atlantic coast ports with 15 lines reaching Cana- 
dian Pacific ports. A total of 12 lines furnished service to 
our non-contiguous territories in 1914, including 2 to Alaska, 
3 to Hawaii, 3 to Porto Rico, 2 to the Canal Zone, and 2 to 
the Philippine Islands. In 1931 a total of 55 lines serve these 
territories: 3 to Alaska, 12 to Hawaii, 8 to Porto Rico, 17 to 
the Canal Zone, 12 to the Philippine Islands, and 3 to the more 
recently acquired Virgin Islands. 

“This expansion in lines and services has brought with it 
a corresponding increase in the number of countries and ports 
served. In 1914 American flag vessels touched only about 25 
foreign countries and operated regularly between but 12 of 
the larger United States ports and some 40 foreign ports. In 
1931 a total of 128 foreign countries, territories and islands 
are reached by American flag services, while 64 American ports 
and nearly 600 foreign ports are listed in their itineraries. 

“The great progress made since 1914 comes largely as a 
result of the reawakening of the American people to the need 
for a strong American owned and controlled merchant marine. 
The deplorable situation this country found itself in at the 
outbreak of the world war, when 90 per cent of our foreign 
commerce was transported in foreign bottoms, was a costly 
lesson. That we have benefited from this experience is evi- 
denced by the foregoing comparisons. Our merchant marine 
now transports more than one-third of our foreign water-borne 
commerce. The construction program now under way and 
projected, and the growing interest and increased patronage 
of the American people, in supporting their ships—and patron- 
age is imperative—will result in a steady increase in the pro- 
portion of the passengers and cargo carried in American flag 
vessels.” 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
June 24: 


Pacific Coast and South Sea Islands Conference, of which the Flood 
Lines, Inc., O’Connor Trading Company, Ltd., Transatlantic Steamship 
Company, Ltd., Union Steamship Company of New Zealand, Ltd., 
Oceanic and Oriental Navigation Company, and Matson Navigation 
Company are members. The agreement provides for maintenance by 
the participating carriers of agreed rates for transportation of ship- 
ments of specified commodities from Pacific Coast ports to designated 
South Sea Island ports, and of copra from South Sea Islands to Pacific 
coast. Provision is contained in the agreement for meetings of the 
parties from time to time for the purpose of effecting necessary rate 
adjustments. 

Luckenbach Steamship Company, Inc., with Los Angeles Steamship 
Company: Arrangement for through movement of shipments of canned 
pineapple from Hawaiian Island loading ports of Los Angeles Steamship 
Company to north Atlantic ports of call of Luckenbach Steamship 
Company, with transshipment at Los Angeles Harbor. The through 
rate under the agreement is to be $12.95 per 2,000 lbs. and is to be 
apportioned between the two lines on the basis set forth in the agree- 
ment. Inbound toll at Los Angeles Harbor is to be absorbed by Los 
Angeles Steamship Company out of its proportion of the through rate, 
while Luckenbach is to absorb the outbound toll and drayage charges 
at that port. 

Mooremack Gulf Lines, Inc., with Tosco Steamship Line, Inc.: 
Agreement providing for through movement of shipments of general 
cargo between Boston, Mass., and Houston, Tex., with transshipment 
at New Orleans. Through rates are to be as mutually agreed upon by 
the parties, but in no event are to exceed the maximum rates in joint 
tariff of the lines on file with the board under section 18 of the ship- 
ping act. Through rates are to be apportioned 40 per cent to Tosco 
Steamship Line and 60 per cent to Mooremack Gulf Lines, the latter 
to absorb transfer expense at New Orleans. The agreement is ter- 
minable upon 380 days’ written notice by either party. 

Dollar Steamship Lines, Inc., Ltd., with Gulf Pacific Redwood Line: 
Through billing arrangement in respect to shipments from the Orient 
to United States Gulf ports, with transshipment at San Francisco. 
Through rates are to be same as applicable direct line conference 
rates, subject to minimum through rate of $7 per ton, weight or meas- 
urement, from Oriental base ports. Through rates from base ports 
are to be apportioned equally between the two carriers, subject to 
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minimum proportion of $4.50 per ton to Gulf Pacific Redwood Line, 
while on shipments other than from base ports and Dollar Line load- 
ing ports, Dollar is to receive the expense of transporting cargo from 
point of origin to shipside in addition to 50 per cent of the through 
rate from base port. Cost of transshipment at San Franicsco is to be 
assumed by the lines in equal proportion. 

Gulf Pacific Redwood Line with Matson Navigation Company: Ar- 
rangement for through movement of shipments of canned pineapple 
from Hawaiian Island ports served by Matson Navigation Company to 
designated inland points, with transshipment at San Francisco and 
New Orleans. Through rates specified in the agreement are to be 
apportioned $4.95 to Matson Navigation Company, $9 to Gulf Pacific 
Redwood Line and the remainder to the on-carrying river carrier 
(Mississippi Valley Barge Line) from New Orleans. Cost of transship- 
ment at San Francisco is to be borne in equal proportion by the 
Matson Navigation Company and Gulf Pacific Redwood Line, while 
the river carrier is to absorb cost of transhipment at New Orleans out 
of its proportion of the through rate. 

Dollar Steamship Lines, Inc., Ltd., with American Scantic Line, 
Inc.: Arrangement for through movement of shipments from United 
States Pacific coast ports of call of Dollar Line to Copenhagen, Hel- 
singfors, Gdynia, Danzig, Stockholm and other ports of call of Amer- 
ican Scantic Lines. Through rates are to be based on direct line 
conference rates and are to be apportioned equally between the two 
lines, each of which is to assume one-half the cost of transshipment 
at New York. 

Luckenbach Gulf Steamship Company, Inc., with Kerr Steamship 
Company, Inc.: Through billing arrangement covering shipments from 
Gulf loading ports of Luckenbach Gulf Steamship Company to Oriental 
ports served by Kerr Steamship Company. Through rates are to be 
the same as direct line conference rates and are to be apportioned 
equally between the two lines, each of which is to assume one-half 
the cost of transshipment at San Francisco. 


Modifications of Agreements 
Modification of the following agreements was approved by 
the board: 


Matson Navigation Co. and Luckenbach Steamship Co. The agree- 
ment modified provides for through movement of, and apportionment 
of the through rate on, shipments of canned pineapple from Hawaiian 
Island ports of loading of Matson Navigation Company to north At- 
lantic ports of call of Luckenbach Steamship Company. This agree- 
ment was approved by the board October 22, 1930. The purpose of the 
proposed modification is to record a reduction of $1 per ton of 2,000 
— in the through rate and in the intercoastal carrier’s proportion 

ereof. 

South Atlantic Steamship Conference, of which Henry Nanninga 
Co., South Atlantic Steamship Line, Trosdal, Plant and La Fonta, and 
Strachan Shipping Company are members. The agreement provides 
for the establishment of a South Atlantic Steamship Conference com- 
prised of carriers operating vessels in the various trades from South 
Atlantic ports of the United States to foreign ports and was approved 
by the board February 1, 1927. Paragraph 4 of that agreement re- 
stricts the amount of brokerage which may be paid by member lines 
to 1% per cent on amount of freight paid in accordance with the 
conference tariff, except on cotton on which the brokerage is fixed 
at 5 cents per bale. The only change to be effected by the modifica- 
tion submitted is the elemination of the exception in respect to pay- 
ment of brokerage on cotton. As modified the agreement will limit 
the payment of brokerage by member lines to an amount not in excess 
of 1% per cent of the conference tariff freight rate on all commodities, 
including cotton. 

Gulf/French Atlantic Hamburg Range Freight Conference, having 
the following members: Armament Deppe, S. A.; Compagnie Generale 
Transatlantique, Castle Line, Hansa Line, Holland America Line, 
Larrinaga Line, Mobile Oceanic Line, Norddeutscher Lloyd, Ozean 
Line, Richard Meyer Company, Richard Meyer Co. of Texas, Scandi- 
navian American Line, Southern States Line, Strachan Line, Texas 
Continental Line, UWnterweser Reederei, Wilh. Wilhelmsen, Aktie- 
bolaget Svenka Amerika Mexiko Linien (Joint Service). The agree- 
ment provides for the establishment of a Gulf/French Atlantic 
Hamburg Range Freight Conference in the trade from United States 
Gulf ports to Continental European ports, and was approved by the 
board July 2, 1930. Clause 13 of this agreement prohibits payment of 
brokerage in excess of 1% per cent on the amount of freight earned, 
except on sulphur and phosphate which are to be governed by the 
usages of the trade and on cotton and cotton linters at Mobile and 
Pensacola at which ports member lines are permitted to pay freight 
brokerage up to 5 cents per bale. The modification now submitted 
provides that payment of 14 per cent brokerage on cotton and cotton 
linters at Gulf ports other than Mobile and Pensacola is not in any 
event to exceed a total payment of 5 cents per bale. At Mobile and 
Pensacola the flat payment of 5 cents per bale permitted under the 
present agreement may be continued only until July 31, 1931. After 
that date payment of brokerage on cotton and cotton linters at these 
ports, as well as at all other Gulf ports, is not to exceed 1% per cent 
on amount of freight earned and in no circumstances is it to be more 
than 5 cents per bale. 

Gulf Pacific Redwood Line with Erikson Navigation Company: The 
agreement is between Gulf Pacific Line, Inc., and Erikson Navigation 
Company and provides for through movement of shipments from 
United States Gulf ports to Mare Island Navy Yard, Calif., with trans- 
shipment at San Francisco. Modification is requested to record the 
name of the Gulf Pacific Redwood Line as the successor of Gulf Pacific 
Line, Inc., in the agreement on file. 





STATUS OF U. S. LINES 


Reports that the government might take over and operate 
through managing agents the vessels of the United States Lines, 
Inc., which bought the vessels, including the Leviathan, from 
the board, because of the depression in the ocean shipping busi- 
ness and the resulting financial condition of the lines, brought 
the statement at the board that no proposition that the board 
take back the vessels permanently had been made. 

Members of the board and directors of the United States 
Lines have been in conference with reference to the condition 
of the company. It is understood to be the position of the board 
that it desires to aid the company. A suggestion has been made 
that the board take control temporarily of several of the vessels 
by having the company operate them for the board under the 
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so-called lump-sum plan under which the board pays its oper- 
ators a specified sum of money. 

Ways to aid the company are under consideration by the 
board and suggestions made are being studied by the board’s legal 
staff. It was pointed out at the board that if the board took 
back the line of ships permanently the company would lose all 
the money it had put into the business, and that such a move 
would not be to the liking of the company or the board. 

Through the Democratic national committee, Senator King, 
of Utah, issued a statement commenting on the situation faced 
by the United States Lines and the Shipping Board. The com- 
ment was to the effect that a high tariff and a successful mer- 
chant marine were impossible at the same time. 


BOARD TO AID PRIVATE LINES 


Purchasers of Shipping Board lines, facing difficulties on 
account of lack of traffic in the present situation, will be aided 
by the board with the end in view of maintaining a privately- 
owned American merchant marine, and not with the view of 
putting the government back into the shipping business by tak- 
ing back lines of vessels heretofore sold. In view of reports 
circulated in connection with what the board might do in the 
case of this or that shipping line, the board, June 25, issued the 
following formal statement: 


The Shipping Board desires to express its attitude in connection 
with the future operations of lines sold by it to American citizens, 
by stating that it is fully disposed to exercise its authority and dis- 
cretion given under section 1 of the merchant marine act 1920, and 
as reaffirmed by section 1 of the act of 1928, to develop and encour- 
age an efficient, privately owned American merchant marine. The 
broad power granted to the board will be exercised in a liberal man- 
ner, and no matter what the temporary difficulty may be in the main- 
tenance and operation of established services, the board proposes to 
keep the lines in operation by the use of all the legal power within 
command. 

It should be clearly understood that in making limited extension 
of obligations, the board in no way reflects on the credit position of 
any shipowner or operator, but is actuated solely by a desire to be 
helpful in these troublesome times, and the periods of extension are 
so arranged as to bring the situation to the attention of the board 
at frequent intervals, that the board may at the time be prepared to 
decide what further measures may be necessary to encourage and 
preserve the operation of all American lines. 


FORD TO OBSERVE CONFERENCE RATES 
The Shipping Board has been advised that the Ford Motor 
Company an operator of ocean vessels in the north Atlantic 
has indicated that it will observe the conference agreement of 
the North Atlantic Continental Freight Conference. 





URGES SUPPORT OF U. S. SHIPS 


An appeal to American citizens to use American flag ships 
was made June 24 by Commissioner Albert H. Denton, of the 
Shipping Board, in an address at Oklahoma City, Okla., before 
the Southwest Foreign and Domestic Trade Conference. 

“Tt has been estimated,” said he, “that out of every $18 
received for freight on American ships, $15 is invested in the 
United States for American supplies, foodstuffs, etc. Approxi- 
mately $900,000,000 has been invested in ships operating in deep- 
sea services, exclusive of government-owned ships, so that when 
you are urged to patronize American flag ships, do not consider 
it from the standpoint of patriotism only.” 


OCEAN RATES ON LINENS 


Rates on linens, Antwerp to New York and other north 
Atlantic ports, are assailed as prejudicial and discriminatory in 
violation of sections 16 and 17 of the shipping act in No. 75, 
Lesem Bach and Lily L. Bach, co-partners, trading as Lesem 
Bach & Co., vs. International Mercantile Marine Co. et al., filed 
with the Shipping Board. Other shippers of linen goods, it is 
alleged, were accorded lower rates than those charged com- 
plainant. Lawful rates and reparation of $5,947.44 are sought. 


INTERCOASTAL CONFERENCE 


Members of the Shipping Board were advised this week that 
the indications were hopeful that the intercoastal operators 
would form a new conference as the result of the meeting held 
in Washington June 15. (See Traffic World, June 20, p. 1497.) 
The committee representing. the operators, it was stated, was 
working diligently to effect an agreement. 


INSURANCE ON DOLLAR SHIPS 


The Shipping Board, June 24, issued the following state- 
ment: 


In order to correct erroneous reports in the press, the Shipping 
Board announces that no notice has been served on the Dollar Steam- 
ship Lines, nor has any such notice been authorized, which in effect 
would declare any default upon the contracts of purchase or loan 
agreements had by the board with the Dollar interests in connection 
with insurance arrangements. The board today took action allow- 
ing a requested two weeks’ extension upon the part of the Dollar 
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concern to complete certain insurance arrangements which have been 
in process of negotiation with the Fleet Corporation. 


GULF-PACIFIC LINE MAIL ROUTE 


The Shipping Board conferred June 24 with representatives 
of the Gulf-Pacific Line, the Post Office Department and of the 
President’s ocean mail committee, with reference to establish- 
ment of ocean mail service on the route from Seattle to Tampico 
by way of Puerto Colombia and Kingston, Jamaica. 


A. R. A. PROTECTIVE SECTION 


Ways and means of giving freight shipments, as well as 
travelers and railway property, increased protection had a thor- 
ough airing at the eleventh annual meeting of the protective 
section of the American Railway Association at Chicago June 
23, 24 and 25. In addition to routine discussion of subjects on 
the docket there were a number of addresses by local and na- 
tional authorities on various phases of police work. 

In a review of the work of the section, as it touches freight 
claim prevention, A. L. Green, special representative, committee 
on freight claim prevention, American Railway Association, de- 
clared the protective section to be “probably the most efficient 
organization in its field.” He pointed out that freight and ex- 
press shortages, which amounted to approximately 60 million 
dollars in 1920, have been gradually reduced until they amounted 
to only $4,923,000 in 1930. Although there was an increase in 
freight robberies in 1930 as compared to 1929, he expressed the 
opinion that the increase was surprisingly small, in the face of 
unusual conditions confronted. 

“To show how increased police efficiency overcomes condi 
tions such as existed in 1930,” he compared the record of that 
year with that of 1921. “There was a business depression then 
(1921), with millions out of employment,” he said, “and freight 
thefts totaled $9,924,747, compared with $990,255 in 1930. Re- 
duced to the common level of prices of 1926, theft claims in 
1921 amounted to $32.02 per million ton-miles against $2.58 for 
1930. In other words, freight robberies in 1930 were relatively 
twelve times less than in 1921.” 

Although total claim payments of the railroads in 1930 
amounted to only $36,239,640, a decrease of $1,193,326 under 
1929, robbery of entire package and robbery of other than entire 
package—the two accounts in which the protective section is 
most interested—increased $232,452 in 1930, as against 1929, J. 
D. Shields, freight claim agent, Burlington, pointed out. He 
attributed that to increased unemployment in the country gen- 
erally and to the fact that some lines have found it necessary 
to substantially decrease their police force. Preferred attention 
has been given to claims on shipments of fruits and vegetables, 
because of broken packages, in the last year, he said, but prog- 
ress in clearing up what he said is regarded as an unsatisfactory 
condition in that connection has not been encouraging. 

R. H. Aishton, president of the American Railway Associa- 
tion, addressed the section briefly June 24. Other speakers at 
the three-day session included H. B. Voorhees, president, B. & 
O. C. T.; George E. Q. Johnson, U. S. district attorney, Chicago; 
J. Edgar Hoover, director of the bureau of investigation, United 
States Department of Justice, and Mrs. Harrison Eustis, Vevey, 
Switzerland. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first five months 
of 1931 placed 6,448 new freight cars in service, according to 
the car service division of the American Railway Association. 
In the same period last year, 42,122 new freight cars were placed 
in service. 

Of the new freight cars installed the first five months this 
year, 2,849 were box cars, while there were 2,787 new coal cars 
placed in service. In addition, there were installed in the five 
months’ period this year 262 flat cars, 542 refrigerator cars and 
eight miscellaneous cars. . 

The railroads on June 1 this year had 7,617 new freight ca!'s 
on order, compared with 30,680 on the same day last year. 

The railroads also placed in service in the first five montlis 
this year 71 new locomotives, compared with 339 in the same 
period in 1930. 

New locomotives on order on June 1 this year totaled 51, 
compared with 431 on the same day last year. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above figures. 








POSITION WANTED—By traffic specialist, now employed, age 
35; technical training; very successful; change of climate desired. 
Address D. L. E. 332, care Traffic World, Chicago, IIl. 


TRAFFIC WORLD BINDERS—No. 1 holds eight issues ($2.50); 
No. 2 holds fourteen copies ($3); four No. 2 binders hold 52 issues and 
indexes ($9). No punching or cutting. Just a flexible wire to insert 
down the center of each issue. Made with heavy binders’ board 
and finished with attractive and durable covering. Send for a copy 
for free examination. The Traffic World, 418 S. Market St., Chicago 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions rage Sg practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Fourth Section Violation 


North Carolina.—Question: Will you kindly inform us as 
to the actuality of violation of the long-and-short-haul provision 
of the fourth section of the interstate commerce act where a 
rate, say, on potatoes from any given origin to a more distant 
point is 491%4 cents per barrel, which is equivalent to 26.757 
cents per 100 pounds, based on the usual estimated weight of 
185 pounds per barrel, and rate to the intermediate point on 
potatoes in sacks is fourth class 361% cents per 100 pounds. 

Would the carriers be permitted to plead the different kinds 
of containers, that is, barrels versus sacks, to justify a denial 
of fourth section violation? 

We will thank you also to cite reference to any specific 
expression or expressions of the Commission in any action or 
actions involving this particular case. 

Answer: In our opinion there is no violation of the fourth 
section in the facts set forth in the first paragraph of your 
letter, although, as compared with the rate of 4914 cents per 
barrel to the more distant point the fourth class rate of 36% 
cents per 100 pounds may be unreasonable. See, in this con- 
nection, the decision of the Commission in Nuckolls Packing Co. 
vs. A. T, & S. F., 163 I. C. C. 233, in which case the Commission 
holds that where the services which the carriers are obligated 
to perform under two separate rates are different there is no 
violation of the fourth section. The Commission in this case 
said: 


‘ 
Obviously a departure from the provisions of the fourth section 
could not properly be based on the charges for the transportation of 
two materially different kinds of property, and it appears equally 
clear that a departure can not properly be based on the charges for 
two materially different classes of service on the same kind of prop- 
erty. Baltimore Chamber of Commerce vs. B. & O. R. R. Co., 22 
I. C. C. 596; Southern Illinois Millers’ Association vs. L. & N. R. R. 
Co., 23 I. C. C. 672; Rates on Grain and Grain Products to Texarkana, 
Ark., 23 LC. Cc. &%. 


Routing and Misrouting—Incomplete Routing by Shipper—Duty 
of Carrier 


Missouri.—Question: Please advise the correct rate on the 
following shipment of carload of yellow pine lumber from Fouke, 
Miss., a point on the M. & W., to Belleville, Ill., a point on the 
L. & N., routed on the bill of lading via M. & W.- G. M. & N.- 
L. & N. No rate was shown in the bill of lading. 

The through rate from Fouke, Miss., to Belleville, Ill., is 
29 cents, published in Speiden’s I. C. C. 1322, which applies 
only via G. M. & N.-Frisco-L. & N., or G. M. & N.- M. & O.- 
L. & N. The G. M. & N. failed to observe routing on the bill 
of lading and routed the car via G. M. & N. to Jackson, Tenn., 
I. C. to Ashley-L. & N. Carrier contends that as the 29-cent rate 
did not apply via the bill of lading route, shipper has not been 
damaged account of routing the car in connection with the 
I. C. and L. & N. 

There are not through rates in connection with the I. C. 
and L. & N. and combination rate of 37% cents applies. It is 
our contention that the G. M. & N. misrouted this car and they 
are obligated to protect the 29-cent through rate. 

Answer: Assuming that the route specified by the shipper 
in the bill of lading was incomplete, it was the duty of the 
initial carrier to secure complete routing instructions or to 
route the shipment over the cheapest available route consistent 
with the routing instructions furnished. See Dann-Gerow Co. 
vs. A. C. L. R. Co., 142 I. C. C. 356; Williams & Sons vs. A. C. L. 
R. Co., 160 I. C C 631-683 Under the findings in the above cases 
the shipment should have been forwarded via a route over which 
the rate of 29 cents, published in Speiden’s Tariff I. C. C. 1322, 
applied. 


Freight Charges—Liability of Party Shown as Shipper or 
Consignor 


New York.—Question: My connections are in the produce 
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business as shippers and receivers of consigned produce. Fre. 
quently transactions involve large numbers of carloads which 
are consigned to us to be sold on a commission basis, and as 
a consideration for the lump sum advances that we make either 
before or during shipping season, to protect ourselves and also 
that we may have the authority to handle diversions in transit, 
we usually insist on the bill of lading being signed in the firm’s 
name, per one of the employes on the part of the shipper. 

Now then, on such shipments we file non-beneficial owner- 
ship forms which advise the delivering carrier before we take 
delivery. The particular point I want to be advised on is, would 
the consignees be responsible for any additional freight charges 
that may arise long after the shipment was handled. Besides 
the non-beneficial notices, the accounting records, such as ac- 
count sales rendered to the shipper would, of course, prove 
that such carloads were handled on consigned basis. 

In addition to the fact that we think it is best to have the 
firm’s name appear as the shipper because of handling the diver- 
sions, there is an additional feature whereby some of the ship- 
pers have not got the bond arrangement with the initial line, 
and, of course, shipments will not be accepted unless there is 
such a bond filed. It so happens that in the territories where 
we operate, which are throughout the states of Texas, Arizona 
and California, we have standing bonds. 

Would we be responsible for any additional freight charges 
under such circumstances? 

In your issue of May 2, you reply to one of your Ohio sub- 
scribers on the subject of non-beneficial notices, but I believe 
my present problem would be of further interest to many of 
your subscribers. 

Answer: If, as we understand to be the case, bills of lading 
covering shipments consigned to your firm are required to be 
signed in the name of your firm, the question arises as to 
whether in insisting upon the use of your firm’s name as shipper 
the fact of your agency is made known to the carrier. If not, 
under the law of agency and under the decision in New York 
Central R. Co. vs. Singer Mfg. Co., 131 Atl. 111, which decision 
is based upon statements of the court in Louisville & Nashville 
R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 
Rep. 441, your firm can be held liable as shipper, even though 
by reason of your having filed notice of non-beneficial ownership 
in accordance with paragraph 3, of section 2 of the interstate 
commerce act, your firm could not be held liable as consignee. 

While an undisclosed principal is not released from liability 
in the event that the carrier elects to proceed against him for 
an alleged undercharge, the shipper is liable for the amount of 
the freight charges, unless at the time the shipment is deliv- 
ered to the carrier for transportation he discloses the fact that 
he is acting in an agency capacity. This matter should be given 
consideration in determining whether to continue your practice 
of having shipments signed in the name of your firm as shippers. 


Delivery at Non-Agency Stations—Liability of Carrier for Loss 
or Injury to Goods 


Indiana.—Question: Will you please let us have your opin- 
ion on the following? 

A concern ships a carload of freight to a consignee located 
at a prepay station. The consignor bills the shipment on a 
straight bill of lading to himself at the station to be received 
by the purchaser. 

In the event that someone breaks the seals and takes part 
or all of the contents of the car out of the car or even if the 
purchaser takes part of the contents or all of it out of his car 
without the authority of the shipper to whom the shipment was 
billed, would the carrier be liable in this case and, if not, who 
would be liable? 

Answer: Paragraph B of section 4 of the Uniform Bill 
of Lading Contract Terms and Conditions provides that: 


Property destined to or taken from a station, wharf, or landing at 
which there is no regularly appointed freight agent, shall be en- 
tirely at risk of owner after unloaded from cars or vessels or until 
loaded into cars or vessels, and, except in case of carrier’s negligence, 
when received from or delivered to such stations, wharves, or land- 
ings, shall be at owner’s risk until the cars are attached to and after 
they are detached from locomotive or train or until loaded into and 
after unloaded from vessels. 


With respect to the delivery of goods at a non-agency sta- 
tion, the Supreme Court, in its decision in Y. & M. V. R. R. 
Co. vs. Nichols & Co., 256 U. S. 540, 41 S. Ct. Rep. 549, said: 


Whether goods destroyed, lost or damaged while at a railroad 
station were then in the possession of the carrier as such, so as to 
subject it to liability in the absence of negligence, had, before the 
adoption of the Uniform Bill of Lading, been the subject of much 
litigation. At stations where there is a regularly appointed agent 
the field of controversy could be narrowed by letting the execution 
of a bill of lading or receipt evidence delivery to and acceptance by 
the carrier; and by letting delivery of goods to the consignee be 
evidenced by surrender of the bill or execution of a consignee’s Tre- 
ceipt. But at non-agency stations this course is often not feasible. 
* * * At such stations the situation in respect to carload freight 
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is not materially different. And this is true whether the car be 
loaded for shipment on the public siding or on a neighboring private 
siding, and whether the arriving loaded car be shunted onto a public 
siding or a private siding. There carload, as well as less than car- 
load, freight, whether outgoing or incoming, must ordinarily be left 
unguarded for an appreciable time. It is not unreasonable that ship- 
pers at such stations should bear the risks naturally attendant upon 
the use. The reason why an agent is not appointed is that the traf- 
fic to and from the station would not justify the expense. The sta- 
tion is established for the convenience of shippers customarily using 
it. And the paragraph here in question was apparently designed to 
shift the risk from the carrier to shipper or consignee of both classes 
of freight. It does so in the case of less than carload freight by hav- 
ing the carrier’s liability being when the goods are put on board cars 
and end when they are taken off. It does so in the case of carload 
freight by limiting liability to the time when the car is attached to 
or detached from the train. 


United States Feed Mills Co. vs. Mo. Pac., 36 
vs. Ill. Cent. R. Co., 


See, also, 
S. W. (2d) 136; Morrison Tent, etc., Co. 
175 S. W. 220. 

There being, under the decisions in the above cases, no 
liability on the part of the carrier after the car is detached from 
the train at a non-agency station, neither the fact that the goods 
were consigned to the party who shipped them nor the question 
of who removed them from the car has, in our opinion, any 
bearing on the liability of the carrier. Its liability ceased with 
the delivery of the car at the station and it had no duty to see 
that the goods were delivered to the proper party. 


Tariff Interpretation—Application of Intermediate Rule—Directly 
Between Two Points—Construction of Term 


Missouri.—Question: Please advise the correct rate on oak 
railroad ties from Glover, Mo., to Earlham, Ia., carload shipment 
routed Mo. Pac-East St. Louis-I. C.-Peoria and Rock Island. We 
contend the correct rate is 33% cents in accordance with wide 
open intermediate clause, item 4930 of S. W. L. 77-H, I. C. C. 
2074. 

We contend that Glover, Mo., is directly intermediate be- 
twen Leeper, Mo., and Allenville, Mo., on the Mo. Pac., even 
though these two points are on different branches diverging 
from Bismark. 

Carriers contend that wide open intermediate clause re- 
ferred to in the above tariff will not apply. 

We would like to have your opinion as to the application 
of the above through rate, as we have a combination rate in 
case the above through rate does not apply. 

Answer: In our opinion, Glover, Mo., is not intermediate, 
with'n the meaning of section A of item 4930 of Agent Johan- 
sen’s Tariff I. C. C. No. 2074, between Leeper, Mo., and Allen- 
ville, Mo. While it is intermediate to Leeper, Mo., it is not sit- 
uated directly between Leeper and Allenville, Mo., in that these 
two points are not located on either side of Glover, Mo., on a 
direct route to destination, as, in our opinion, is required by the 
provisions of item 4930 of the above referred to tariff. 

We can locate no case specifically in point. 


Tariff Interpretation—Character of Shipment and Not Bill of 
Lading Description Determines Applicable Rate 

Miss:ssippi.—Question: We have had quite a difficulty this 
past season in the handling of cotton shipped from delta com- 
press points into Memphis, Tenn., for concentration. (Com- 
pressed cotton.) We were not familiar in the handling of this 
cotton and shipped several hundred bales without stating on 
the bills of lading that same was compressed. Now we wish 
to file claims for the refund on expense bills we have on 
hand and do not have bills of lading of the correct status to 
support same. We are willing to lose the compression which 
we have paid, but do not wish to lose the whole amount of 
the freight bills. What we wish to know is whether we can 
file claim with the various railways after deducting the com- 
pression charges paid and thereby obtain our refund on actual 
freight charges paid in. The railways are of the opinion that 
this cannot be done, supported by ‘Carriers’ privilege compres- 
sion cotton.” 

Please let us have your opinion regarding this matter. 

Answer: Presumably you are desirous of obtaining transit 
under the provisions of Illinois Central R. R. Tariff No. 458-E, 
I. C. C. No. 7576, or a tariff s'milar in character, which permits 
the stopping of compressed cotton at Memphis, Tenn., for inspec- 
tion, grading, storing, etc., where the cotton has been previously 
compressed. 

In our opinion, if you moved compressed cotton into Mem- 
phis, which is entitled to transit under such a tariff as that 
referred to above, the fact that the bills of lading incorrectly 
stated that it was uncompressed cotton, instead of compressed 
cotton, will not preclude your obtaining transit on the cotton, 
provided you can prove that it was actually compressed cotton 
and not uncompressed cotton, as indicated by the bills of lading. 
See Harris Brothers Co. vs. Director-General, 60 I. C. C. 428, 
in which case the Commission said: 


Defendants also urge that the bills of lading must govern, and 
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that complainant can not show by parol evidence that the shipments 
were of something other than as described by it or its agent in the 
transportation contract contained in the bills of lading. This con- 
tention is without merit. See Carthage Marble & White Lime (o 
"m2. BR. CSO, 32 LC. &.. Cee. 


Neither rule 9 nor rule 21 of Ill. Cent. Tariff I. C. C. No. 
7576, in our opinion, preclude the application of the principle 
of the above referred to case to the facts in the instant case, 
as we have assumed them to be. 


A. R. A. MECHANICAL DIVISION 


For some time to come, the railroads of the country can 
handle any reasonable peak in traffic that might be expected 
With 134,000 fewer freight cars than they now have, not includ. 
ing refrigerators, due to increased efficiency with which equip- 
ment is now used, declared M. J. Gormley, executive vice-presi- 
dent of the American Railway Association, at the twelfth annual 
meeting of the mechanical division of the association at Chi- 
cago June 22 and 23. This means a total reduction of 250,000 
cars under car ownership of 1925, the highest point of all time. 

After referring to the expenditure of six and three-quarters 
billions of dollars by the railroads of the country for improve 
ments in furtherance of a program of “rehabilitation of the 
transportation machine,’ adopted in 1923, Mr. Gormley con- 


tinued as follows: 

Since 1923, the railways have placed in service approximately 
890,000 new cars and 15,000 new locomotitves, but have retired so 
many that we now own 116,000 fewer cars, not including refrig- 
erators, than at the high point of ownership in 1925, and have 9,000 
fewer locomotives. This new and improved equipment, with more 
powerful locomotives and increased capacity of cars, has brought 
about an increase in efficiency in movement of cars in the past eight 
years of 26 per cent, based on the miles per car per day, not includ- 
ing surplus equipment. There has also been an increase of 26.6 per 
cent in the miles per train hour during the same period. 

As a result of this efficiency and economy, the unit cost of rail- 
way operation has been decreasing annually. If the unit cost of op- 
eration had been the same in 1929 as it was in 1923, the total operat- 
ing expenses of the carriers would have been greater than they were 
by $519,000,000. This would have meant a reudction of 41% per cent 
in the net income actually earned in 1929. 

We do not, however, get the full advantage of this increase in 
efficiency in movement unless it is paralleled with a reduction in the 
amount of capital invested in equipment. 

In view of the greatly increased efficiency of movement, and based 
on any reasonable peak of traffic that might be expected, we now 
estimate that the traffic of the country for some time to come can 
be handled with a further decrease in freight cars, not including 
refrigerators, of 134,000, which would mean a total reduction of 250,- 
000 under the ownership at its high point in 1925. This is a con- 
servative estimate, and is not based on the depressed situation of 
today or of last year. 

In bringing about any reduction in car ownership, it should al- 
ways be kept in mind that it can be accomplished successfully only 
by continuing the policy of replacement of the less efficient cars by 
a lesser number of modern cars and by a standard of maintenance 
that will reduce delays to loaded cars en route. 

There are a great many privately owned freight cars in service 
today, due to the failure of the railroads in years gone by, for 
financial reasons or otherwise, to furnish all equipment needed for 
the movement of certain special types of traffic. With the exception 
of the brine tank refrigerator cars, tank cars and small number of 
other special type cars, the railroads are today, through their owner- 
ship or through railroad controlled private refrigerator lines, in 
position to furnish all equipment needed for the movement of the 
traffic of the country. There certainly can be no justification today 
for the extension of the ownership of private freight cars beyond 
what now exists. This is particularly applicable to stock and re- 
frigerator cars. 


A brief inspirational talk was made by R. H. Aishton, presi- 
dent, A. R. A., at the opening session, in which he admonished 
the members of the division to keep an open mind with respect 
to new developments and be prepared to scrap old methods and 
equipment when results to be obtained dictated that. 


Rail Motor Cars 


According to a report submitted at the closing session, sixty- 
two railroads in the United States, Canada, and Mexico have 
installed 730 rail motor cars in service, since 1923, in an effort 
to bring about greater efficiency in operation and effect econo- 
mies made necessary by loss of traffic to growing bus services 
and increased use of private automobiles. Of the total num- 
ber of rail motor cars, 673 were placed in service by railroads 
in this country. For the most part they are operated on branch 
lines and lines where traffic density is low, as a substitute for 
steam service, it was said. 

Commissioner McManamy, who was scheduled to address 
the meeting the second day, sent his regrets, business in Wash- 
ington making it impossible for him to be present. 

Due to the retirement of A. R. Ayers, general manager, 
N. Y. C. & St. L., as chairman of the division, O. S. Jackson, 
general superintendent of motive power and machinery, Union 
Pacific, was elected to that office, and Silas Zwight, general 
mechanical superintendent, Northern Pacific, was elected vice 
chairman. Election of officers would normally have waited till 
1932. The following were elected members of the general com- 
mittee: -J. S. Lentz, consulting master car builder, Lehigh 
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Valley; J. A. Power, superintendent motive power and ma- 
chinery, Southern Pacific Lines—Texas and Louisiana; F. H. 
Hardin, assistant to president, New York Central Lines; A. G, 
Trumbull, chief mechanical engineer, Chesapeake & Ohio; 
G. E. Smart, chief car equipment, Canadian National; G. A. 
Moriarty general mechanical superintendent, New York, New 
Haven & Hartford Railroad. 


FOKKER AIRCRAFT REINSTATED 


Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics, has announced that of the 386 Fokker tri-motor 
planes of the 1929 series that were temporarily withdrawn from 
scheduled passenger service early in May and thoroughly in- 
spected for present condition of airworthiness, 20 have thus 
far been reconditioned by the owners, pronounced airworthy by 
the Department of Commerce and returned to passenger- 
carrying service. In addition, 5 others are in the process of 
being reconditioned and will be presented to the department 
for approval. Mr. Young said the remainder of the planes 
might or might not be reinstated and that this depended entirely 
on the decision of the owners and operators with respect to 
such economic factors as they might wish to consider, including 
the cost of reconditioning to meet the department’s require- 
ments. Withdrawal of the planes and their inspection followed 
the air accident in which Knute Rockne lost his life. 


AIR TRAFFIC 


American air lines flew more miles in April than in any 
previous month in the history of air transportation, according to 
a report issued by the Aeronautical Chamber of Commerce of 
America, Inc. 

“The total mileage flown in April by the 36 transport com- 
panies reporting to the Aeronautical Chamber of Commerce was 
3,412,594,” says the chamber. “This figure tops the previous 
peak of 3,098,570 miles, established in July, 19380, by 314,024 
miles, and the April, 1930, mileage by 1,179,560 miles. 

“Air mail and express poundage carried in April, this year, 
showed a decided increase over that handled by the transport 
lines in the same month last year. Air mail reached a total 
of 795,539 pounds this year, as compared to 706,375 last; express 
poundage jumped from 26,814 to 59,165, an increase of more than 
190 per cent. 

“The volume of passenger traffic handled by the major air 
lines also showed a considerable increase in April, this year, 
over the same period in 1930. Only two lines operating planes 
over comparatively short distances reported a decrease in the 
rumber of passengers carried, which had the effect of reducing 
the total. Having passed the boom which accompanied their 
inception, traffic on these short routes has settled down to a 
smaller but steadier volume. 

“Thirty-two thousand and seventy-nine passengers were 
transported over the nation’s air lines in April, this year, as 
contrasted with 37,950 in the corresponding month of 1930, a 
drop of 18 per cent. Passenger traffic each month of the cur- 
rent year, however, has shown an increase. There were 4,207 
more persons who rode the lines in April than there were in 
March, a 15 per cent rise. 

“With the decrease in the total number of passengers car- 
ried, the number of passenger miles flown in April, this year, 
was off in comparison to the record for the same month of a 
year ago. Passenger miles reached a total of 8,320,518 in April, 
1931, a decrease of 1,636,885. At the same time, an increase of 
1,596,417 in the number of passenger miles was recorded in April 
as compared to March. 

“Miles flown during the first four months of this year totaled 
10,840,235 as contrasted with 7,277,673 miles up to May 1, 1930. 
In the first four months of 1931 there were 12,036,932 miles 
scheduled, and in the corresponding period last year, 8,108,478. 
A comparison of these figures reveals the fact that 89.75 per cent 
of the miles scheduled were flown by the air lines in the first 
four months of 1930 and 90.05 per cent in the 120-day period this 
year, showing that the air transport companies aye increasing 
their operating efficiency. The 3,412,594 miles flown by the lines 
in April was 93.5 per cent of the total number scheduled. 

“A total of 2,954,457 pounds of air mail were handled by the 
lines in January, February, March and April, this year, an in- 
crease of 427,471 pounds, or 14.5 per cent, over the amount trans- 
ported in the first four months of 1930. Air express shipments 
rose at the same time from 82,047 to 268,169 pounds, a jump of 
227 per cent. 

“The total number of passengers carried by the lines in the 
first four months of the year reached 98,478 as compared with 
111,992 in the same period of last year. Passenger miles, on the 
other hand, reached a total of 24,012,875, just slightly under last 
year’s record. In the first 120 days of 1930, the passenger miles 
recorded reached a total of 24,116,325.” 
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C. & A TO OFFER AIR SERVICE 


A move on the part of the Chicago & Alton to protect its 
passenger business between Chicago and St. Louis was made 
public this week, when W. G. Bierd, receiver, announced that 
that line was prepared to operate plane passenger service be- 
tween the two terminals. The announcement was made in 
connection with pending applications before the Illinois com. 
mission of Century Air Lines and Universal Air Lines, the 
latter a division of American Airways, for certificates of con- 
venience and necessity. Both of the air lines now are oper- 
ating passenger services between the two cities, with inter. 
mediate stops in [llinois, on frequent schedules. 

Though Illinois has no air commerce act, specifically bring. 
ing air transport services under jurisdiction of the commission, 
it was stated by a representative of Century Air Lines that it 
was thought the general provisions of the Illinois commerce 
act were broad enough to cover transportation by air. 

“There must be regulation of any public utility engaged 
in transportation,” it was asserted; “otherwise there will be 
irresponsible operation that will hurt the industry, and the 
public will suffer. We filed our application to find out what 
our legal status is. The state should regulate all air lines.” 

The application of Century was first presented to the state 
commission in March, approximately at the time the company 
began service. Universal followed by filing its own application, 
presumably as a protective move. 

In making his announcement about the proposed air service 
of the Chicago & Alton, Mr. Bierd said a representative of the 
railroad would appear at a hearing on the air line petitions, at 
Springfield, July 14, and would there make a definite offer 
on the part of the railroad to provide air service. The route, 
as outlined, would be by way of Bloomington, Springfield, and 
East St. Louis, approximately the present rail route, it was 
stated. 

“If a new method of transportation is to replace any part 
of the present railroad service,” Mr. Bierd said, “we should 
have the first opportunity to provide the necessary service. 
The old investment of the railroads should not be destroyed in 
order to build up a new transportation system. We object to 
unfair competition which tends to destroy the earnings of the 
railroads, which are already losing heavily.” 

The hearing on the air line petitions, set for July 14, is one 
of a series and taking of testimony on the applications is ex- 
pected to be completed at that time. When the petition of 
Century Air Lines was first presented to the state commission 
in March, it was refused. The petition was accepted by the com- 
mission April 1. 

As an indication that air transportation has already become 
something more than a “threat” to the railroads in certain ter- 
ritories, it is stated that passengers using the through service 
between Chicago and St. Louis of the two companies in the 
business now number around 115 or 120 daily, and there is a 
total seat capacity by plane of 140. The average number of 
through passengers carried by the Alton between Chicago and 
St. Louis is given as 756, daily, which, according to the Alton, 
represents sixty per cent or more of the total through rail 
business between the two cities. 





PACIFIC COAST BOARD 


In the first five months of 1931, 603,690 carloads of freight 
were loaded in California, Arizona, Nevada and New Mexico, 
according to a report by G. A. Leithner, district manager, Ameri- 
can Railway Association, San Francisco, at the quarterly meet- 
ing of the Pacific Coast Transportation Advisory Board, at San 
Francisco, June 19. This is a decrease of approximately 99,000 
cars, compared with the same period of 1930, or 14.1 per cent. 

“This decrease,” said Mr. Leithner, “is caused largely by 
decreased loadings of 20.0 per cent in live stock; 23.0 per cent 
in lumber and forest products; 49.0 per cent in gravel, rock and 
sand, and 8.0 per cent in the loadings of miscellaneous commodi- 
ties, such as cement, dried fruits, grain and grain products, hay, 
iron and steel, ore, packing house products, poultry and dairy 
products, rice, canned foods and various other commodities. In 
the loading of perishables, however, there has been an increase 
of 6.1 per cent in the 103,877 cars loaded in this period.” 

Committees representing forty-two major industries in the 
territory presented their forecasts of car requirements and busi- 
ness conditions for the quarter ending September 30. 

Charles E. Virden, president of the Virden Packing Com- 
pany, is general chairman of the Board; C. C. Hine, vice-presl- 
dent,, Globe Grain and Milling Company, is vice-general chair- 
man, and Norman H. Sloane, general manager of the State 
Chamber of Commerce of California, is general secretary. H. G. 
Taylor, chairman, public relations sections, American Railway 
Association, Washington, D. C., spoke on general business COon- 
ditions throughout the United States. 
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HROUGH cars of less-than-carload mer- 

chandise have snapped into the modern march 
of progress. They speed over the rails as rapidly 
as carload shipments when destined to points 
where through merchandise cars break bulk. As 
a result, traffic managers smile more frequently 
oer retail merchants vary or replenish their 
stocks as desired ..... and the consuming 
public enjoys more real buying opportunities. 


From the great centers of industry, the Norfolk and 
Western Railway operates eastbound through merchan- 
dise cars to the following important points: 


CHICAGO to Roanoke, Va., Lynchburg, Petersburg, Richmond’ 
and Norfolk; Rocky Mount, N. C., Raleigh and Winston-Salem’ 
and Bluefield, W.Va. 

ST. LOUIS to Lynchburg, Va., and Portsmouth, O. 

EAST ST. LOUIS to Roanoke, Va., and Norfolk. 

INDIANAPOLIS to Portsmouth, O., and Roanoke, Va. 

DETROIT to Winston-Salem, N. C., and Roanoke, Va. 

CLEVELAND to Roanoke, Va. 

TOLEDO to Roanoke, Va., and Portsmouth, O. 





Freight Traffic Department repre- LOUISVILLE to Lynchburg, Va., and Roanoke; and Rocky 
sentatives of the Norfolk and Western Mount, N. i 
Rallway ta principal cities, Come coast “aan Va., Roanoke and Norfolk; and 
to coast, will gladly list other points COLUMBUS to Bristol, Va.-Tenn.; Roanoke, Va., Lynchburg, 
to which through merchandise cars — and Norfolk; Spencer Transfer, N. C., and Winston- 
alem. 
are operated PORTSMOUTH to Bristol, Va.-Tenn.; Roanoke, Va., Lynch- 
burg, Petessburg and Norfolk; and Winston-Salem, N. C 
Westbound through package cars to important cities in the 
Mid-west, West and Southwest, are loaded daily at the railway's 
great ocean terminals at Lambert Point (Norfolk), Va. 


NORFOLK AND WESTERN RAILWAY 


ROANOKE--: VIRGINIA 
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Louis Cardinals. Luncheon will be served in the club rooms 
preceeding the game and an authority on baseball will speak. 











Another women’s traffic club that has just come into exist- 
ence is the Women’s Traffic Club of Greater New York. About 
a hundred women engaged in traffic work met in the rooms of 
the Traffic Club of New York the 
evening of June 23 and organized 
it. Mrs. S. O. Seamer, Commerce 
Freight Company, whose portrait is 
herewith presented, was elected 
president. Other officers are: Vice- 
president, Mrs. J. Schifferdecker, 
Committee on Public Relations of 
Eastern Railroads; secretary, Miss 
C. Henoch, the Traffic Club of New 
York; treasurer, Miss E. Wendt, 
Procter and Gamble Manufacturing 
Company. The speakers of the evye- 
ning were T. T. Harkrader, president 
of the Associated Traffic Clubs of 
America, whose subject was “Women 
in the Modern Business World,” and 
Walter Bockstahler, president of the 


The Oakland Traffic Club held its last monthly meeting of 
the season at the Elks’ Club June 16. Almost the entire mem- 
bership was present and there were a number of invited guests, 
men prominent in the transportation and shipping world. Dinner 
was served, with musical entertainment, following which mov- 
ing pictures and stereoptican views of Glacier National Park 
were shown by F. E. Howell, traveling passenger agent, Great 
Northern. The following officers were elected: President, Hy 
Hinman, manager, Pacific Freight Lines; vice-president, H. 
Y. Stuart, manager, J. R. Watkins Company; secretary, F.. W. 
Gleason; treasurer, John P. Ventre; directors, George Cron 
(chairman), L. C. Dausse, A. E. Rhoades, Earl Allender, J. 
Gaedtke, Frank Pettit and Frank Walker. 





Forty-six participated in the golf tournament of the Traffic 
Club of Omaha at the Lakewood Country Club June 18, and 
eighty-two were present for dinner in the evening. Twelve 
prizes were awarded in the various events. Low gross in Traffic Club of New York, who spoke 
class “A” was won by W. J. Foye and low gross in class ‘“B” on “The Traffic Club’s Sphere.” (. 
by W. V. C. McCormack. Another tournament will be held at , A. Swope and J. M. Fitzgerald also 
the same place July 16. addressed the meeting. Mrs. Seamer, before going to New York, 
= was president of the Twin City Women’s Traffic Club. 








Subjects docketed for the regular meeting of the Industrial 
Traffic Club of San Francisco at the Commercial Club, June The Traffic Club of Newark held its annual golf outing at 
23, included “jurisdiction of the I. C. C. over international ship- the Shackamaxon Country Club, Westfield, June 23. Luncheon 
ments by rail” and “I. C. C. notice of June 9 that specific rout- and dinner were served to seventy-five members and guests. 
ing must be shown in tariffs.” Prizes were awarded the following: L. J. Horton, with low net 

seasons of 67; George R. Russell and Joseph Lund, second low, with 71, 
and H. H. Gillespie, third, with 72; R. W. Drake and H. H. 
Goble, low gross, with 88, and Larry Bostwick 93. John Kirk- 
patrick was chairman of the golf committee. 


Approximately one hundred and fifty members and guests 
participated in the golf tournament of the Traffic Club of Chi- 
cago at Olympia Fields June 12. Charles A. Stewart, a guest, 
captured the low gross prize in the first of the four golf tourna- 
ments to be given by the club this season. The next will be The Traffic Club of Tulsa held its eleventh annual golf 
at Itaska July 14. <A baseball outing at Wrigley Field is set tournament and outing at Oakhurst Country Club and Sand 
for July 7, at which time the Chicago Cubs will play the St. Springs Park June 16 and 17, respectively. George C. Wright, 








GREAT LAKES TRANSIT CORPORATION 





223 Erie Street BUFFALO, N. Y. 


Ship your freight via Great Lakes Transit Corporation and have it move on scheduled sailings. 

Rates all-water and lake-and-rail between Eastern and Western points, including the Atlantic 

Seaboard and the Pacific Coast reflect substantial savings under all-rail. 
PROPOSED SAILINGS FOR JULY, 1931 











LAKE 
SUPERIOR 
DIVISION 


| CHAMBERS 
CHAMBERS 
GORMAN 
ATTERBURY 
CHAMBERS 
JAFFRAY 
GORMAN 
ATTERBURY 
WILLARD 
CHAMBERS 
JAFFRAY 
GORMAN 


= 
io) 
< 
= 
a 
_ 


JAFFRAY 
| WILLARD 
JAFFRAY 


ee ee 
09 1 “TON 09 69 | 
399599094 


ee 


DAVIS 
DAVIS 








| ATTERBURY 
| WILLARD 
| GORMAN 
| ATTERBURY 





7/14|7/16/7/18|7/19|7/21)|7/23|7/26|7/27/7/29|7/30 
7/14|7/16)7/18)7/19/7/21)|7/23|7 /25|7 /27|7/29/7/30 
7/15|7/17|7/19|7/20)7 /22)||7/24|7 /26|7 /28|7/30|7/31 
7/16)/7/18)7/20|7/21)7 /23)|7/25|7/27|7/29|7/31|8/ 1 
7/18/7/20)7 /22|7 /23|7 /25||7/27|7/29|7/31\8/ 2)8/ 3 
7/20\7 /22|7/24!7 /25)7 /27||7/29|7/31\8/ 2\8/ 4\8/ 5 
7 /24\7 /26|7 /28|7/29|7/31\|8/ 2|8/ 4/8/ 6|8/ 8|8/ 9 


Lv. BUFFALO...... . {6 / 20/6, 
SS ae 6/20 


iy, as 


NER REE 
Bo OO GO) > Co BO DO 





bo pd RPE 
bo OO Qa wm Co BO BO 
“@9 bo Bo 


oawrowod 


~~ 3 BD BD BD BD 
AWOD ADE | 

bd BD BD 
0H oO 3-9 


7 








Deere E DAVIS 


~ o9 BD BD BD BS BO 
CAPRNHOO 


POBDKO | 








ce 

ce 

=] 

& 

ta 

wW 

°o 

~~ 

ta 

7) 

ie) 

te) 
ARRAAARAANRD 
ARAARAAAG | 
TAIARAAAG | 
WAIARAAH 
ATAIAAAAAH 
ee ee 
re te! 
AH OOARDeN 
a392995 
II 323335 
IAAI 


a 
i 











LAKE 
MICHIGAN 
DIVISION 


LOOMIS 
DULUTH 
CROWLEY 
CONNERS 
LOOMIS 
DULUTH 
CROWLEY 
CONNERS 
LOOMIS 
CROWLEY 
CONNERS 
LOOMIS 








/11\7/13/7/15)7/17||7/20)7/22|7/24)7/26)7 /2 
27 /14)7/16|7 /18||7/21|7/23|7/25|7/27|7/2 
/13|7/15|7/17/7/19}|7/22|7/24'7/26|7/28)7/3 
/16)7/17|7/19)7/21)|7/24)7/26)7/28|7/30\8 
/16|7/17/7/19)7/21)||7/24|7/26|7/28/7/30)/8 
/16|7/18 7/20)7 /22)|7/25|7/27/7/29|7/31/8 
/16|7 /18|7/20)7 /22)|7/25|7/27/7/29 ile. 

8, 

8/ 


-¢3 | SMITH 


POH oO 
3424773905595 5 


wo bo bo 
oom 


0 ~1 m 69 69 89 BD O OO 
239329959530 


Pe) ere 
Ar. NAVY PIER, CHICAGO.......... of 
Sr ee 
rr rr 
es errr ae 
i ere iiaaas aewige 

Ar. BUFFALO... tae aes 


“1-101 & 0 


“1D D wm Co bo 





™ 


oo 
69 9 BD BD BS BB 
Bee ee 


bd bd bo bd bd BB 
APH OSOSOHOGAIAN 
IATA AAI AAAH 


7|7/19/7/21|7/23 Wn Mn lee of 1 
0)7 /22)7 /24)7 /26)|7/29|7/31/8/ 2/8/ 4 
1)7/23\7 /25|7/27||7/30|8/ 1/8/ 3\8/ 5 





9 BD BD BS BO BO BO BO DO 


“AOWNwhde re 


| CROWLEY 
Se Seamewe | CONNERS 


STAAARGHAHHAAH | 





3322323353555 
AANHHOOMWIMD 
IAAI AIAIAIAIAIAA 
G0 G0 G0 00 60 G0 G0 G0 GO -J 





Deere 


aa4494949909905 
Ro cee ia ee 
DOOD ODOM 





FRONAMoo tw te 
co bo 6 OO 
COMO > 

ee 

wore o-i 


ra 















: PAGE 1563 
cE eS 


FREQUENT SAILINGS FROM THE PORT OF MOBILE TO 
SPAIN, PORTUGAL, ITALY, SICILY AND FRANCE 
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Service is maintained at regular 
intervals to Barcelona, Valencia, 
Alicante, Tarragona, Cadiz, Se- 
ville, Bilbao, Pasages, Vigo, and 
Malaga, Spain; Oporto, Portugal; 
Havre and Dunkirk, France; 
Genoa, Naples, Leghorn, Civita 
Vecchia, Italy; Palermo, Catania 
and Messina, Sicily, by: 


P OOS . ODERO LINE (Fillette, Green & Co., Agents) 
TAY | RES 3 FRENCH LINE (Fillette, Green & Co., Agents) 
YG va vam aa CREOLE LINE (Fillette, Green & Co., Agents) 

OM NERVION LINE (Fillette, Green & Co., Agents) 


GULF-WEST MEDITERRANEAN LINE 
(Waterman S. S. Corporation, Agents) 


DIXIE MEDITERRANEAN LINE i 
(Waterman S. S. Corporation, Agents) Ss =f * 
RICHARD MEYER & COMPANY be \\\ 3 ‘ iN 
(Van Heynigen Brokerage Co., Agents) . Z h N h ) 
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Send for Port Booklet and Monthly Bulletin 


ALABAMA STATE DOCKS COMMISSION, MOBILE, ALA. 
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ave you read 


this Book? 


information every Traffic Man- 
ager should know about the 
Southwest Market 


Hundreds of Traffic Managers have already read this 144-page book, “The 
Southwest Market,’ and many more are requesting copies. Yet we don’t pre- 
tend that it was written exclusively to interest them. From a technical stand- 
point that would obviously be impossible, although Chapter II was written 
especially for Traffic Managers. 

Why, then, have these Traffic Managers shown so much interest in this book? 
Simply because they are executive Traffic Managers. And by their knowledge 
of markets to be served, they occupy important places on their company’s 
executive staffs. Whenever a new manufacturing plant, warehouse or sales 
branch is contemplated, they are sitting-in on the conference. Many times 
they are responsible for instigating the contemplated change. Their basic 
market knowledge, combined with their technical knowledge, puts them in 
a position to be the first to see that a change in the distribution system would 
more adequately and more economically serve that particular market. They 
have learned that market information is just as important as knowing trans- 
portation rates, schedules, etc. So, if you, too, are interested in learning basic 
market facts about the great Southwest, do not delay in sending for your copy 
of ““The Southwest Market.” Mail the coupon today! 


Dallas 


Southwestern Headquarters 
to American Business 


FREE—for Executives Only 


! Industrial Dallas, Inc. 
546 Chamber of Commerce Bldg., Dallas 


Please send free copy of your new book, ‘'The Southwest Market,’’ to: 
Name 

Title 

Company 

Address 


 ___ 
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traffic manager, M. N. & S., Minneapolis, made a hole-in-one on 
135-yard number 6 hole. A. H. Evans, traffic manager, Akin 
Gasoline Company, won low gross on 36 holes, with W. L. 
Meyers, Petroleum Representative, Katy, runner up. Low gross 
on the first eighteen was won by Robert Logan, general agent, 
Canadian National, with H. J. Andrew, general agent, C. & A., 
runner up. Jim Duncan, assistant to president, Litchfield & 
Madison, St. Louis, Mo., was low on the second eighteen, with 
H. J. Kendall, traveling agent, C. & A., Tulsa, runner up. There 
were fifty other prizes awarded in the blind bogey blocks. H., 
W. Roe, traffic manager, Mid-Continent Petroleum Corporation, 
headed the committee in charge of the golf tournament. At 
the outing, the “Refiners’ Sup” in the water derby, donated by 
railroad men, went to the Skelly Oil Company. First prize in 
the ladies’ bridge tournament went to Mrs. J. S. Adsit, wife of 
general southwestern agent, C. M. St. P. & P., 
Kansas City, Mo. There were ten other prizes awarded for 
Mrs. M. H. Champion, wife of M. H. Champion, 
traffic manager, Anderson-Prichard Oil Corporation, Oklahoma 


| City, won the guest prize. 


Joseph F. Bieler, president of the Traffic and Transportation 


| Club of Philadelphia, a junior organization, was born in Ger- 


mantown, Pa., and was educated in the 
local grammar and high school. While 
receiving his education he was em- 
ployed in a grocery store as a delivery 
clerk, working after school and on Sat- 
urdays. On leaving high school in 1925, 
he received his first taste of traffic as 
a clerk with Gomery and Schwartz, a 
local distributor of motor cars. In 1926 
he entered the employ of the American- 
Hawaiian Steamship Company, serv- 
ing in the billing department as a 
typist. He was soon transferred to the 
cashier’s department and in August, 
1928, he was appointed assistant cash- 
ier, which position he now holds. The 
club, which was formerly the Junior 
Traffic Club of Philadelphia, has a 
membership of 87, representing indus- 
trial and transportation companies. It 
was instituted primarily for educational 
purposes and to promote friendly relationship between shipper 
and carrier. 





The Woman’s Traffic Club of Chicago is one of the newer 
women’s traffic and transportation clubs. Like other such clubs, 
its membership, limited to one hundred, consists of women whose 
interests center in traffic. Its purposes, 
however, differ somewhat from those 
of similar organizations—or, rather, 
they are not as wide in scope as those 
of most traffic clubs. They are thus 
described by the president of the club, 
Mrs. R. Anna Arndt, passenger repre- 
sentative, Baltimore & Ohio Railway, 
whose portrait is herewith presented: 
“With the 1933 Century of Progress 
Exposition becoming a definite reality, 
Chicago looks to its citizens for support 
in this project. Perhaps no other group 
of women can be of more use in this 
program than those whose work brings 
them in constant contact with travel- 
ers from all parts of the world. In their 
work, many have been trained to anal- 
yze the attractions that other cities 
offer in order that their respective rail- 
roads might prosper. Therefore, well 
grounded in the fundamentals of selling, the Woman’s Traffic 
Club is well qualified to accept the exposition invitation to assist 
in the strenuous schedule.” There are now thirty-five members 
of the club, including rail, steamship, and airline representatives, 
industrial and commercial traffic managers, dining car inspec- 
tors and couriers. They meet the first Monday of each month 
at the Blackstone Hotel. At each meeting there is a speaker 
on some subject of interest to the clu». Naturally, transporta- 
tion subjects predominate. Trips into the art, racial, and in- 
dustrial centers of Chicago have been conducted recently i 
order that the members may become acquainted with the city 
and its attractions. The club is also collecting slides of Chi- 
cago to be used by any organization in the country for lectures. 
The officers of the club, in addition to Mrs. Arndt, are as fol- 
lows: Vice-president, Nancy McKinley, secretary to vice-prest 
dent, Rock Island Railroad; second vice-president, Agnes L. 














- Wem Ce 


, 1931 1 
June 27, 1 The Traffic World PAGE 1565 


Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 





From Veracruz to: 
Mexico City - - 23 hours 


Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 
From Tampico to: 


Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent F. N. Puente, Gen. Agt. F. C. Lona, Gen. Agt. 
Dia 1515 Penn Building 441 Monadnock Bidg. Room 1520 
Through bills of lading issued by New York City San Francisco, Calif. Two-O-One North nu” Bldg. 


steamship lines to all destinations A. Horcasitas, Com. Agt. _F. Alatorre, Com. Agt. 
ontheNationalRailwaysof Mexico ‘'* Whitney” Bank Bids 815 Pacite Elects Bla RoomA-2) Railay ch Bldg 

















ROUTE YOUR TRAVELERS 
(HORT ORE 


In preparing itineraries for your executives and commercial travelers you're sure to please them by routing via 


C.N. S. & M.R. R. 


Through tickets may be purchased to any point on the North Shore 
Line—baggage checked through—at any Railroad Station in the United 
States or Canada. Numerous Chicago stations (on the Elevated Lines) 
are handy to all other rail and steamship terminals. 


4 


The 275 daily trains on the North Shore Line offer an unexcelled frequency of service between Chicago and Milwaukee and 
intermediate points. 


NORTH, saPORE 


Serving the industrial cities of CHICAGO, North Chicago, Waukegan, Zion, Kenosha, Racine, MILWAUKEE, 
and the residential communities of Wilmette, Kenilworth, Indian Hill, Winnetka, Hubbard Woods, Glencoe, 
Ravinia, Highland Park, Highwood, Fort Sheridan, Lake Forest, Lake Bluff, Great Lakes, Libertyville, Mundelein. 


CHICAGO NORTH SHORE AND MILWAUKEE RAILROAD 
The Roa Of Scv.0———_—_—_——— 
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This Book 
is Free! 


Write today 
for 
your copy. 


Cut Distribution Costs By Using 


AWA Warehouses for 
Branch Houses! 
OCA COLA does it. . . andsocan you! M. M. 


Emmert, trafic manager of the Coca-Cola Com- 
pany, says: “‘Inthe distribution of syrup to serve more 
than nine million drinks of Coca-Cola daily, the public 
warehouse plays an important part. We use public ware- 
houses throughout the country—and find that their service 
improves our distribution and lowers our distribution cost.” 


Merchandise warehouses operated by members of the 
American Warehousemen’s Association are located in 
every distribution center of importance—ready to furnish 
all necessary facilities and services required for the 
strategic spot-stock distribution of raw materials, manu- 
factured articles and service parts of every kind. 


The flexibility of such a distribution system is almost 
unlimited. You can use as many warehouses as your bus- 
iness requires. . . in two cities, in twenty cities, or in a 
hundred cities! Costs are based on the number of units 
of your goods that are handled. You have little or no 
overhead if business is dull and very few shipments are 
moving through the warehouses... and whether business 
is dull or brisk you pay only on a ‘“‘piece work basis’’ 
for goods actually stored or distributed by AWA ware- 
houses. Such flexibility in controlling costs enables you 
to expand your business without risk, and to make im- 
portant savings by using our warehouses instead of op- 
erating your own branches at a fixed overhead. 


Full details of the AWA Plan are described in our 
32-page booklet, sent free on request. 


AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 
1914 Adams-Franklin Bldg., Chicago, Ill. 
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Mollan, dining car inspector, Chicago & Alton; corresponding 
secretary, Mrs. Elizabeth McKenna, vice-president, McKenna 
Engineering Company; treasurer, Mildred Vanderwater, traffic 
manager, Sall Mountain Company; recording secretary, Lillian 
Brookman, New Jersey Zinc. 


Members of the Milwaukee Traffic Club will leave for an 
outing on Lake Michigan June 27, at 1 p. m., on one of the new 
Pere Marquette car ferries. A stop will be made at Manitowoc, 
about 6 p. m., from where the party will be transported by 
bus to the Lakeside Country Club for a dinner-dance, returning 
to the ferry dock at about 11 o’clock in the evening and arriving 
at Milwaukee at 5 a. m. In the afternoon a card party will be 
held aboard the ship, for which there will be prizes. Additional] 
activities for the summer season are as follows: Golf outing 
at the Tripoli Country Club July 10; basket picnic, July 11, at 
Wolfrum’s resort on Little Cedar Lake, primarily for children; 
second golf outing at Westmoor Country Club, August 7. 

Friday night, June 12, the Winston-Salem (N. C.) Traffic 
Club held a meeting at the Forsyth Country Club, designated 
‘‘Ladies’ Night.” This was the first time the club has sponsored 
a meeting for the ladies, and it proved such a success that rec- 
ommendation was made to make it a semi-annual affair. Presi- 
dent W. L. Thornton, Jr., presided and the meeting opened with 
dinner, followed by bridge and dancing. 

The Traffic Club of New York will have a golf outing at 
Dongan Hills, Staten Island, July 16. The annual outing will 
be given on the Hudson River Day Line steamer Alexander 
Hamilton and at Indian Point July 21. There will be a ball game 
with the Traffic Club of Newark. J. W. Fletcher is captain of 
the New York club team. 

The annual picnic of the Traffic Club of Dallas will be given 
at the Texas and Pacific Employes’ Club on White Rock Lake 
June 27. There will be boating, swimming, a barbecue, bridge, 
music, two boxing exhibitions and other entertainment. 

At a meeting of the Traffic Study Club of Atlanta at the 
Chamber of Commerce June 19, John K. Ottley, Jr., division 
traffic manager, Eastern Air Transport, spoke on ‘‘Development 
of Aviation.” 

The annual golf party of the Motor City Traffic Club of 
Detroit will be given at the Lakewood Country Club, Ontario, 
July 13. It will be an all-day affair. An elaborate program of 
sports and entertainment has been planned. 


The Women’s Traffic Club of San Francisco had as its 
speaker at the Women’s City Club, June 25, Gerald J. O'Gara, 
member of the board of the Junior Chamber of Commerce of San 
Francisco and retired chairman of the maritime committee of 
the chamber of commerce. His subject was ‘“‘The Needs of San 
Francisco’s Harbor.” 


Personal Notes 


Wayne E. Butterbaugh, transportation lecturer at the Uni- 
versity of Minnesota, died at Minneapolis June 25. He had 
been in a hospital for some time suffering from a nervous 
breakdown, but was supposed to be on the road to recovery. 
Dispatches say he died of pneumonia. He was a force in traffic 
educational work and was greatly interested in the Associated 
Traffic Clubs of America, of which he was a vice-president. As 
chairman of the association’s committee on education and re 
search he was largely responsible for the recent industrial traffic 
survey made by the U. S. Department of Commerce, having 
done a large part of the actual work on it himself. 

Headquarters of the traffic department of Dupont Rayon 
Company and Dupont Cellophane Company, Inc., Hugh M. Ber- 
ridge, traffic manager, have been moved from Buffalo, N. Y., t0 
Wilmington, Del. 

An honorary degree of Doctor of Laws was conferred on 
Sir Henry W. Thornton, chairman and president of the Canadian 
National, by President Barbour of Brown University, Providence, 
R. I., at the one hundred and sixty-third commencement of the 
university. 

Cc. F. Keller has been appointed general freight agent, Le- 
high and New England Railroad, effective July 1, succeeding 
F. W. D. Goddard, resigned. 

Harry H. Cremeens has been appointed general manager 
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HOUSTON 


World’s Premier Cotton Port 
Exports 2,000,000th Bale on May 28 


THE ONLY PORT IN AMERICA TO ACHIEVE SUCH 
VOLUME BY THAT DATE 


| Facilities for handling cotton at Houston are world-famous. As the 
. largest spot cotton market in the world there is every convenience 
for storage, handling, forwarding and loading. Cargoes may be 
handled direct to ship from numerous, dock-side, fireproof ware- 
houses. 


Rail rate advantages extend into all surrounding states and regular 
sailings are maintained to every part of the globe. 


) DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON, TEXAS 















Transfers of traffic between 
these many line-haul carriers are 
made within a few hours by the 
use of facilities of the Peoria 
and Pekin Union. 






Of the fifteen railroad lines SS 
entering Peoria, the Peoria and SS 
Pekin Union Railway Com- ‘XS: 
pany, a terminal and switching line, ,° 
is the connecting link used in the 
. interchange of all the traffic be- 
tween Eastern and Western lines. 





Cars are handled with sufficient 
dispatch to avoid congestion, 
thus affording regular expedi- 


It also handles the greater r- : tang 
9 se tious service in the movement of 


3 tion of traffic between Northern and 

Southern lines passing through the all through traffic. 

i Peoria gateway. 

r a? ‘ Use the Peoria Gateway to 
; Efficient Switching Service Eupedite Your Shigmoente. 


Between the Following Railroads: 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 
D Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 
Chicago, Rock Island & Pacific Railway Company 
: Cleveland, Cincinnati, Chicago & St. Louis Railway Company 
1 Illinois Central Railroad Company 
Illinois Terminal R. R. System 
, Minneapolis & St. Louis Railroad Company 
e New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


: PEORIA ann PEKIN UNION RAILWAY COMPANY 


r 
Inquiries Solicited E. F. STOCK, Traffic Manager UNION STATION, PEORIA, ILL. 


Route Bill of Lading 
via 


Peoria, Illinois 
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LESS CARLOAD FREIGHT TRANSPORTATION 
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The National Freight Co. 


JUDSON FREIGHT FORWARDING CO. 
G. W. SHELDON & CO. 


















“SHIP NATIONAL” 














Offices in All Principal Cities 














General Traffic Dept. 
Pier2 New York City 








Paul Railroad at San Fran- 
cisco. 


| work temporarily and en- 
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of the Los Angeles Warehouse Company. He has been asggo- 
ciated with the company for many years. 

J. R. Barrett has been appointed auditor freight accounts, 
Louis Southwestern, succeeding S. W. Greaves, who died. 
Ernest West Stiner, formerly western field counselor for 
Bigelow, Kent, Willard and Company, has joined the executive 
staff of A. C. Nielsen Company, merchandising engineers, Chi- 
cago, as vice-president and western manager. 

L. W. Watson, assistant manager of the Southeastern De. 
murrage Bureau, was made manager at a meeting of the exec. 
utive committee of the organization last week. He succeeds 
F. M. Hardin, who retired. 

Sidney E. Naylor, of Page L’Hote, steamship agents, will 
serve as agent at New Orleans for the barge line service 
planned for operation between Abbeville, La., and New Orleans, 
under auspices of the Louisiana Rice Milling Company. The 
barge line will carry rice to New Orleans for export, coastwise 
and locaal movement and return with general freight. 


St. 


Lloyd B. Hughes, industrial-retail traffic manager of Mont- 
gomery Ward & Co., with headquarters at Oakland, Calif., 
was recently unanimously elected president of the Western 
an or- 
ganization of Pacific coast 


traffic men, at the annual 
convention of the confer- 
ence held in Los Angeles. 
Born in Honolulu in the 
later 90’s, Mr. Hughes came 
to California with his par- 
ents at an early age, his 
father and mother both be- 
ing natives of the state. He 
received his entire educa- 
tion at Berkeley, Calif., and 
after graduation decided to 
enter traffic work. His first 
position was with the 
Southern Pacific Company 
in 1915 at San Francisco, 
followed with employment 
in the general office of the 
Chicago, Milwaukee & St. 


When the United 
States entered the World 
War he left transportation 





tered the navy. He made 
fourteen round trips to 
France. He also served in the Canal Zone and in the war zone. 
In October, 1919, he was ordered to Shanghai, China. He re- 
quested that he be relieved from active duty so that he might 
return to traffic work, and returned to the Southern Pacific 
Company in December, 1919. He still has an active part in the 
navy, being on the reserve list. Following a short period with 
the Southern Pacific, he put in a number of traffic systems in 
local warehousing and transcontinental shipping companies and 
then went to the Santa Fe Railroad, holding various positions 
from billing clerk to chef clerk in charge of the Fortieth Street 
Freight Depot at Oakland. In 1923 he was employed by Mont- 
gomery Ward & Co. as the traffic department chief clerk 
responsible for Oakland territory, and within a few months 
was made traffic manager, with headquarters at Oakland. At 
present his office operates through the office of the general 
traffic manager, L. E. Muntwyler, at Chicago and is responsible 
for all traffic matters pertaining to approximately one hundred 
Pacific coast retail stores, besides the main mail order plant at 
Oakland. Mr. Hughes is a director of the Junior Chamber of 
Commerce at Oakland and chairman of the traffic committee 
of the Senior Chamber of Commerce, and is vice-chairman of 
the committee in charge of the Annual Army-Navy west coast 
football game. He is chairman of the retail traffic committee 
of the Pacific Coast Regional Advisory Board, past president 
and one of the organizers of the Oakland Traffic Club, former 
secretary and a director of the Pacific Traffic Association, a 
member of the Central California Traffic Association, the Trans- 
portation Club of Oakland, the Oakland Foreign Trade Club, 
the Oakland Lodge of Elks, a member of the traffic committee 
of the California State Chamber of Commerce and is president 
of the senior men’s club of his company. 


Frederic C. Dumaine, of Boston, Mass., has been elected 4 
director of the Pennsylvania, to fill the vacancy caused by the 
recent death of Levi L. Rue. Mr. Dumaine is a trustee and 
treasurer of the Amoskeag Manufacturing Company, president 
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W arehousing— 
Three Blocks from 
Chicago's Loop District 


in the heart of the wholesale and retail jobbing district. 
Stocks carried for local and out of town distribution on 
a package basis. Rail shipments anywhere without 
extra cartage expense. 

Orders for shipment received by noon loaded in cars 
ready to move to destination the same day. 

400,000 square feet of clean, light, airy warehouse 


and office space—track space for 360 cars. Space and 
offices to lease. 





WESTERN 
WAREHOUSING COMPANY 


E. H. Hagel, Superintendent 
323 West Polk St., 





2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 






SAILING FROM 


STEAMER BALTIMORE| NORFOLK |CHARLESTON 
WILLZIPO .........06 July 3 July 5 July 8 
SAN FELIPE ......... July 16 July 18 July 21 
WILLKENO.......... July 29 July 31 Aug. 3 
WILLMOTO ........ Aug. 11 Aug. 13 Aug. 16 


WILLBORO.......... Aug. 24 Au 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and other information apply te 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York. Telephones: Whitehall ‘tae 
BALTIMORR, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redweod St. Oliver Bldg. Law g. 

Phone; PLAZA 7377 Phone; ATLANTIC 1432 Phone; NORFOLK 21265 
CHARLESTON, S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. 


Phone; 4460 Phene; MAIN 1181 
And at our Branch Offices at perts ef call, etc. 


- 26 Aug. 29 
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MANUFACTURING 
WAREHOUSING 
DISTRIBUTING 


Three Great Terminals Give 
Unsurpassed Facilities in the 


Port of New York 


More than 5,000,000 square feet of floor 
space. Modern buildings fully equipped. 


Economical coverage of metropolitan market 
of nine and one-half million population, with 
efficient and speedy service. 


Arteries of transportation to the buying 
centers of the world. 


Write for Booklet 


PENNSYLVANIA DOCK & WAREHOUSE CO., 
on the Pennsylvania Railroad, 
JERSEY CITY, N. J. 


BAYWAY TERMINAL, on the Central Railroad of New Jersey, 
Bayway - - New Jersey 


BAYWAY TERMINAL, on the Pennsylvania Railroad, Elizabeth, N. J. 
Executive Offices: 25 Church Street, New York 








Getting to your customers 
in 300 Central Illinois 


towns in a hurry 
CUT YOUR COST AND DELAY of delivering mer- 


chandise to the store door in Central IIlinois. 


OUR RELIABLE, immediate merchandise distribution 
will do this through our co-ordinated warehouse 
and fast motor truck freight service to the store door 
in over 300 towns in Central Illinois. 


We would be pleased to furnish you with all infor- 
mation about this new plan of merchandise dis- 


tribution. 
44 years in the Warehouse business. 


Parke 
WAREHOUSES 


621 North Main St. 
DECATUR, ILLINOIS 


We take the full responsibility for your 
merchandise from receipt to destination. 
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and treasurer of the Waltham Watch Company, a director of 
the Old Colony Trust Company and the First National Bank 
of Boston, the New York, New Haven & Hartford Railroad, and 
is identified with many New England shipping, financial and 
insurance corporations. 
Edward R. Richardson, 


who has been vice-president and 


“NORTH WESTERN” Service 


Is Fast and 
Dependable 


OVER 
10,000 
Miles 


of Perfectly 
Equipped 
Railway in 
ILLINOIS 
WISCONSIN 
MICHIGAN 
MINNESOTA 
IOWA 


Modern equipment; up-to-date facili- 
ties; an efficient, always-on-the-job 
personnel—these are among the 
features that make up the service 
provided shippers by the Chicago & 
North Western Railway. It follows 
that freight routed care of “North 
Western” reaches its destination “on 
time” and “as shipped.” 


WYOMING 


For full information ask any 
C.& N.W. Ry. Representative 


SHIP AND TRAVEL VIA 


1469 


NorTHWEsTERN 


“the best of everything in the best of the west- RAILWA 


DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 


25 Years of Satisfactory Service. 


CuHIcaGo CoLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Ill. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 4 


350-354 West Erie Street 
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general manager of the Ocean Steamship Company of Savannah 
(Savannah Line), since the release of the coastwise steamship 
lines from government control after the war, has been elected 
president of the company. He also was elected a member of 
the executive committee and a director of the Central of Georgia. 
He has been connected with the line for about thirty years, 
starting as secretary to the late W. H. Pleasants. 





MID-WEST ADVISORY BOARD 


The twenty-fifth regular meeting of t&2 Mid-West Shippers’ 
Advisory Board will be held at Green Bay, Wis., July 9. Com- 
modity committees will report on anticipated carloadings in 
the territory for the third quarter of the year and representa- 
tives of the railroads will cover matters concerning their ability 
to care for the anticipated traffic. 

The principal address will be made by A. J. Goedjen, man- 
ager of the Wisconsin Public Service Corporation and president 
of the Wisconsin Utilities Association. F. E. Winburn, special 
representatives of the freight claim division, American Railway 
Association, will also speak. 

The meeting will be opened by George A. Blair, general 
chairman, and J. E. Bryan, secretary, will submit the report of 
the executive committee. General transportation - conditions 
will be reviewed by L. M. Betts, manager of the car service 
division, American Railway Association, and W. D. Beck, district 
manager, will discuss conditions local to the board. 


CENTRAL WESTERN ADVISORY BOARD 


Estimates presented by commodity committees at the ninth 
annual meeting of the Central Western Shippers’ Advisory 
Board at Ogden, Utah, June 23, indicate that shipments in the 
board territory the third quarter of this year will show a de- 
crease of 2.7 per cent. The greatest decreases, according to 
the reports, will be in the movement of grain, hay, brick, ore, 
agricultural implements, and automobiles. The largest indi- 
vidual increases are expected in the movement of apples, fresh 
fruits, canned goods, road and building materials, potatoes, and 
cement. 

J. W. Shorthill, Farmers’ West Central Grain Company, 
Omaha, was reelected general chairman. Ralph Bristol, of the 
Utah-Idaho Cement Company, Ogden, was elected alternate gen- 
eral chairman and Albert Hays, Hendrie Bolthoff Manufacturing 
Supply Company, Denver, was elected general secretary. 

The meeting is said to have been one of the best ever held 
by the board, with an exceptionally representative attendance. 
The railroads reported no unusual conditions with respect to 
their preparations for caring for the peak movement of crops. 


MO.-KAN. CLASS RATES 


The Commission, in No. 13535, Consolidated Southwestern 
Cases, has authorized the Kansas City lines to establish, on 
not less than fifteen days’ notice, less-than-carload rates on 
canned goods, coffee, sugar, beans and syrup between Kansas 
City, Mo., and St. Joseph, Mo., on the one hand, and points in 
Kansas, on the other, on the basis of the intrastate rates in 
Kansas. The reduced rates are to be effective until not later 
than December 3, the effective date of an adjustment of Kansas 
rates under the thirteenth section. 

It was necessary for the Commiss.on to set aside the rela- 
tionship of classes order, Finding No. 27, in the Consolidated 
Southwestern Cases to enable the carriers to meet the com- 
petition of the lower Kansas rates in this territory in the period 
before the Kansas rates are brought to the interstate level. 

At present shippers in Kansas City are trucking their 
freight across the line and then shipping on the Kansas rates. 
The permission given by the Commission enables the railroads 
to carry to and from Kansas City and St. Joseph on the Kansas 
basis. That is all they are able to get. Permitting the railroads 
to meet the situation in the manner indicated saves to the ship- 
pers the expense of trucking their freight into Kansas for ship- 
ment beyond the radius of truck operation. 











Pickup and store-door delivery and 
transportation between 
Chicago, Evansville and Louisville 


Express motor service over a 450 mile route at rail rates. Reliable 
service, modern equipment, and full insurance coverage. 


Service in connection with National Freight Co. 


HANCOCK TRUCK LINE, Evansville, Ind. 


Terminals: Chicago Evansville Louisville 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routin, All in One Book! 


G. R. Leonard & Co. 


155 N. Clark St., Chieago 18 E. 26th St., New York 


QUAKER LINE 
DEPENDABLE SERVICE 


From ALB ANY, N. Y.—Monthly 
BOSTON, MASS. i 
NEW YOR Y.—Weekly 
PHILADELPHIA. PA.—Weekly 


To oy (Canal Zone), San Diego, 
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1. Cut shipping costs... 


2. Cut damage claims... 


Pack your next carload the 
“Cushioned Unit’ Way 


OU, like the many others adopting this 
new method, will be amazed—amazed to 
find absolute safety for your shipments in 
transit at a packing cost less than the usual 

methods of bracing, etc. 


The simplicity of this new development will also 
surprise you—and please you. For it consists of 
nothing more complicated than breaking up the 
load into several units and cushioning each thor- 
oughly with Buffing Excelsior. 


Less labor, less packing materials—infinitely less 
damage! 


Interesting Bulletin on Request 


Write for interesting bulletin telling how one 
carload shipper cut damage claims to less than 


1/1000 of 1%. 


MERICAN 
EXCELSIOR 


General Offices 
1000-1016 N. Halsted St. 


Chicago, Ill. 


OTHER PRODUCTS 
Excelsior Pads—The original ‘‘tight pack’’ 
that absorbs the shocks. 


Bottle Wrappers—Used successfully for 40 
years by the world’s largest bottlers. 


Excelsior in Bales—Clean and sanitary, right 
from the forest. 


Wood Wool — Extra fine from Northern 
Basswood. 


Butting 


| De OLY TD 





for the new “cushioned unit” packing method 
—available from 17 shipping points 
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DOCKET OF THE COMMISSION 


NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


June 29—Washington, D. C.—Examiner Fleming: 
23314 (and Sub. 1 to 4, incl.)—Corporation Commission of North 
Carolina vs. A. & R. R. R. et al. 
23313—Traffic Association of South Atlantic Ports et al. vs. A. & 
R. R. R. et al. 
23436—R. R. Commission of S. C. vs. Alcolu R. R. et al. 
23420—Transportation Bureau of me 7 ene Chamber of Com- 
merce vs. A. G. S. R. R. et al. (adjourned hearing). 


June 29—Liberal, Kan.—Examiner Davis: 

Finance No. 8761—Application Kansas & Oklahoma R. R. for author- 
ity to acquire railroad formerly of Kansas & Oklahoma Ry. and 
to construct an extension thereto. 

Finance No. 8836—Application Kansas & Oklahoma R. R. for author- 
ity to issue capital stock. 


June 29—Argument at Washington, D. C.: 

Finance No. 8657—Application of Alton R. R. to acquire and operate 
the properties formerly of the C. & A. R. R.; to assume certain 
obligations and contracts, and to issue capital stock. 

Finance No. 8658—Application of B. & O. R. R. for authority to 
=" control of Alton R. R. by purchase of its entire capital 
stock, 


June 29—Washington, D. C.—Examiner Marchand: 
Finance No. 4770—Excess income of Silverton Northern R. R. 


June 29—St. Louis, Mo.—Examiner Fuller: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (canned goods) (further hearing). 


June 29—Boston, Mass.—Examiners Cheseldine and Mackey: 
24219—Cities Service Refining Co. vs. A. T. & S. F. Ry. et al. 


June 29—Washington, D. C.—Examiner Hosmer: 
24069—Atlantic Coast Line R. R. et al. vs. A. & A. R. R. Corp. 


et al. 
24160—In the matter of divisions of joint interterritorial rates be- 
tween official and southern territories (adjourned hearing). 


June 30—Argument at Washington, D. C.: 
Finance No. 3765—Excess income of Ill. Term. Co. 


June 30—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14370 filed by J. E. Tilford, agent 
(in connection with Fourth Section Application No. 14189 et al.). 
Fourth Section Application No. 14384, filed by J. E. Tilford, agent. 
Fourth Section Application No. 14189, as amended, filed by F. L. 
Speiden, agent. 
Fourth Section Applications Nos. 4309 et al. 
A _ Application No. 14206, 14297 and 14325 filed by J. 
ord. 
Fourth Section Application No. 2512, filed by St. L.-S. F. Ry. 
Fourth Section Application No. 14330, filed by J. E. Tilford. 
June 30—Boston, Mass.—Examiners Cheseldine and Mackey: 
24120—Walter Young vs. C. R. R. of N. J. et al. 
July 1—Argument at Washington, D. C.: 
23640—Rates on petroleum and petroleum products within state of 
Montana. 
23658 Sub. 1 and 2)—White Eagle Oil Corp. vs. B. A. & P. Ry. 
et al. 
July 1—St. Louis, Mo.—Examiner Fuller: 
1. & S. 3603—Stone from Mo. pts to Kellogg, Ill. 
July 2—St. Louis, Mo.—Examiner Fuller: 
i. & S. 3604—Limestone from Mosher, Mo., to Ill. pts. 


July 2—Argument at Washington, D. C.: ; 
- a we —— Cargo Coal Rate Committee et al. vs. B. & O. 
A . et al. 
23241— Western Pennsylvania Coal Traffic Bureau et al. vs. B. & O. 
m M&M. Gt Bi. 
July 8—St. Louis, Mo.—Examiner Rogers: , , 
22455—In the matter of reciprocity in purchasing and routing. (This 
hearing will be devoted principally to matters involving Mo. Pac. 
R. R., M.-K.-T. R. R., Wab. Ry., and St. L.-S. F. Ry.) 
July 8—Argument at Washington, D. C.: 
— Carolina Asparagus Growers’ Assn. vs. Southern Ry. 
et al. - 
19656—James O'Meara & Cut Stone Contractors of Washington, 
oo». Cc. we. 3B. & OC. B. BR. ot a. 


July 9—Brooklyn, N. Y.—Examiners Steer & Paulson: 
22824—-State of N. J. vs. N. Y. C. R. R. et al. 
23040—N. J. Traffic Advisory Committee vs. N. Y. C. R. R. et al. 
23327—-City of Boston et al. vs. N. Y. C. R. R. et al. (adjourned 
hearing). 
July 9—Washington, D. C.—Examiner Disque: 
. & S. 3608—Bananas and cocoanuts from Gulf ports to Casper, 
yo. 





RAILROAD FUEL COSTS 


For the four months ended with April, the total cost of 
coal and fuel oil consumed by Class I railroads, exclusive of 
switching and terminal companies, in road train and yard switch- 
ing services, was $80,164,161, as compared with $99,835,079 in 
the 1930 period. For April the cost was $19,071,516, as com- 
pared with $23,072,126 for April, 1930. 

Coal consumed in the four months totaled 29,440,048 net 
tons, as compared with 35,496,078 tons in the 1930 period and 
7,015,513 tons in April, as compared with 8,174,516 tons in April 
1930. 

Fuel oil consumed in the four months totaled 674,598,35: 
gallons, as against 812,902,366 gallons in the 1930 period, anc 
171,118,246 gallons in April, as against 194,373,092 gallons in 
April, 1930. 
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